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THE DISQUE RATE DOCTRINE. 


We are printing elsewhere rather a full account 
of the tentative. report made by Attorney-Examiner 
Disque in the complaint of the National Live Stock 
Shippers’ League and others for lower rates on live stock 
in the Western and Mountain-Pacific groups. The re- 
port is notable, not only on account of the thoroughness 
with which Mr. Disque goes into the subject—that be- 
ing a habit of Mr, Disque’s—but by reason of the new 
doctrine of rate-making announced therein. The doctrine 
is, in short, that, even though the rates in question be 
reasonable in a transportation sense, it is the duty of 
the Commission to have an eye to the welfare of an in- 
dustry paying high rates. Whether the Commission 
will welcome this;enunciation of advanced theory on the 
part of one of its examiners and, the publicity that will 
naturally follow, is a question that does not concern 
us. But we regard it as fortunate that the Commission 
has on its staff men of Mr. Disque’s sort who are cap- 
able of constructive and original thinking and who are 
not bound by mere figures and rules. We do not say 
that he is right, but we do say that his observations are 
worth thinking about, not only with respect to the par- 
ticular case in point, but with respect to business gen- 
erally. 

Mr. Disque finds the live stock industry to be in 
serious condition. He does not say that high freight 
rates put it there or that lower freight rates would 
entirely put it on its feet. But he says that high freight 
rates are one of the burdens that can and should be 
lifted from the stockmen, even though, as he admits, 
present rates are reasonable from a transportation point 
of view. It is likely that this report will be used by 
those who favor lower rates generally as a means of 
increasing tonnage and the revenue of the carriers. It 
must be noted that Mr. Disque distinctly says that the 
decrease is not sought on the ground that it would sub- 
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stantially increase the present movement, but rather on 
the theory that it would stimulate the industry, enable 
it more quickly to recoup its losses, help save it from 
ruin, preserve it as a future and continuing source of 
traffic for the carriers, and, by giving the stockmen 
some purchasing power, tend to hasten the restoration 
of normal conditions generally. In other words, Mr. 
Disque finds the rates reasonable from a transportation 
point of view and unreasonable from an economic point 
of view. He finds that here, at least, is one industry that 
would be materially helped by a reduction in freight 
rates. 


It is an interesting question that Mr. Disque here 
presents. Granting everything to be correct as stated 
by him as to the condition of the live stock industry and 
the effect a reduction in rates would have on that in- 
dustry (though with no immediate increase in tonnage 
to the carriers), has the Commission the authority to 
grant a reduction on such grounds and, if it has the 
authority, should it exercise it in favor of the stockmen? 


The first question is one of law. We would not 
presume to answer it finally but it’ is our opinion that 
the Commission has the right to make rates about as it 
sees fit, under the new transportation act. As to whether 
it should exercise its power in favor of the stockmen, as 
against a showing by the carriers that they are badly in 
need of revenue and that the live stock rates are not un- 
reasonable, in a transportation sense, that is another 
matter. Suppose other industries in great number make 
the same sort of showing. Are the rates affecting them 
all to be lowered? If they are, then where are the car- 
riers to earn their living? They are in at least as bad 
case as most of the industries complaining of the things 
that hurt them and Congress has given the Interstate 
Commerce Commission a special mandate to provide 
living rates for them. 


Mr. Disque meets this point, in a way, but it is a 
weak way. Defendants, he says, fear that if they make 
a reduction on one commodity, the same. thing will be 
demanded on many others, and that, if they yield, most 
of them will shortly be found in bankruptcy. “We can- 
not believe, however,” he says, “that the country will 
allow such a thing to come to pass as a general condition 
of receiverships.” And how, pray, will the country pre- 
vent it? Mr. Disque leaves that “to: George,” as the 
slang phrase has it. We should like to have his further 
ideas, if he has any, along that line. It is easy enough 
to say that these rates and those rates and the other 
rates ought to come down because they work a hard- 
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The Cincinnati, Indianapoli 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. : 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 


New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 


Fast Freight Service in connection with all Fast Freight Lines Routes. 
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ship on business, and it is easy enough to reply, when 
one asks where, then, the carriers are to get their reve- 
nue, that the country will not permit them to starve; 
but by what means is the country to take care of them? 
By subsidy or guaranty? That would be the inference 
from what Mr. Disque says. And that is the alterna- 
tive, if we are not to have government ownership, un- 
less, where there is a decrease such as is proposed in 
this live stock case, there be a corresponding increase 
on some other commodity. For, bear in mind, the ques- 
tion here is not one of lowering the rate to increase the 
tonnage of the carriers. 

We have had some things to say as to a policy of 
lowering the rates on some of the heavier commodities 
and increasing them on the higher classes of merchandise 
that are better able to pay. Perhaps that is the solution. 
But without that or some other plan, Mr. Disque’s 
theory, we fear, would fail to meet the situation in 
general. 


FEDERAL RATE REGULATION 

Out of the disorder resulting from or incident to the 
taking over of the railroads by the government for war 
operation, their return to their owners in dilapidated 
condition, and the slump in business, which, with high 
operating costs, has made it impossible for the railroads 
to earn the revenue intended by Congress, is apparently 
emerging at least one good thing; that is, the establish- 
ment of the wisdom of the policy that there must be one 
supreme master, and not forty-nine, over the rates of the 
railroads. This is evidenced in many ways but in none, 
perhaps, more pronouncedly than in the change in the 
views of some of those who, in the past, have stood for 
the “rights of the states” as against federal control of all 
rates, and who, out of mere selfishness, if for no other 
reason, might be expected to retain such views. We 
have in mind particularly at this moment an address de- 
livered before the Georgia Bar Association at Savannah, 
June 3, by C. M. Candler, the able chairman of the 
Georgia Railroad Commission. That part of what he 
said that deals with state regulation versus federal reg- 
ulation of railroads is worth reproducing, not only be- 
cause of its wisdom and force, but as indicating an im- 
portant trend of thought. Here it is: 


I would be less than frank if I did not state that after 
twelve years of observation and experience in dealing with the 
problem of governmental regulation, my views as to the efficiency 
and beneficent possibilities of our present system of dual regu- 
lation have been modified. 

I more than ever believe the problem is a national problem, 
and that if solved, the final solution must be the result of na- 
tional treatment, rather than state—rather than state and na- 
tional. Commerce knows no state line. The proportion of it 
transported within state lines is comparatively small and to 
that extent only involved in the state regulation of transpor- 
tation agencies, and this proportion must be so regulated as 
that the larger interests are not adversely affected. 

I cannot think of an intrastate rate on any trunk line in 
Georgia, which does not bear a relation to interstate rates. 
Georgia is so situated and related to the immediately bordering 
States; commerce between Georgia and these is so interwoven, 
that it is impossible to make an independent Georgia intrastate 
schedule for any trunk line carrier operating within its borders, 
which varies down from their interstate rates without working 
discrimination. 

The Interstate Commerce Commission is the exclusive judge 
of this relationship, so that the Georgia commission must “rub- 
ber stamp” the interstate rates or have its own state made 
rates disregarded and ignored. The latter has taken place. 
Issues arising out of this situation are now pending in the Su- 
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preme Court of the United States. Unless this court reverses 
its Shreveport decisions, the transportation act of 1920 will be 
upheld and the powers of the states to prescribe intrastate rates 
practically nullified. , 

I am not criticizing the course of events nor questioning 
the soundness of the principles announced. I am simply try- 
ing to state the situation because it emphasizes the apparently 
inevitable conclusion that state regulation of national agencies 
is now of uncertain and limited extent, and more than likely 
to be completely nullified. 

Our forefathers who constituted the railroad commission of 
this state as first organized, early and clearly apprehended the 
difficulties of handling the intrastate situation because of its 
relation to the interstate problem. I quote from their 1881 re 
port, made after they had faced the problem for less than two 
years: 

“The modification (in one of its rules as to competitive 
rates) we were compelled to make arose from. the fact that the 
legislature of Georgia could only control the railroads within 
her own borders. Of course it could not interfere with business 
without her limits, though needing a like control. The co-opera- 
tion of the contiguous states, and even of states beyond them, 
is necessary to complete the beneficial action of the rule. Such 
co-operation of a properly harmonious character it is almost 
impossible to obtain. The states and their special interests are 
too numerous, and either too conflicting in fact, or supposed to 
be so, to make it at all probable that they can concur in the 
same exact policy. It is possible that feature of the United 
States Constitution by which Congress is empowered to regulate 
commerce between the states will have to be invoked as a 
necessary and proper means of effecting this object of common 
and harmonious action. The efforts of any state are necessarily 
cramped by its territorial limits; and yet just here it is that 
the strongest safeguards are needed. Perhaps the exercise 
of this federal power, distinctly granted for such purposes in 
the Constitution, can alone supply the needed protection, and, 
certainly the reasons for interstate regulation are in a manifold 
degree greater now than when the Constitution was framed. If 
the constitutional power is so invoked, then a federal railroad 
commission would seem to be indicated as the proper solution.” 

This suggestion and advocacy of a federal commission, it 
is interesting to note, was made six years before the Interstate 
Commerce Commission was created by Congress. The further 
suggestion was that this exercise of federal power through a 
commission ought not to conflict with state rights, but, on the 
contrary, co-operate with and supplement them. 

As a theory this is absolutely sound, but we cannot shut 
our eyes to the fact that it is not today adhered to in practice. 
I do not believe our dual system of federal and state regula- 
tion has been completely successful, or so successful as not to 
justify, really demand radical amendment, could one regulatory 
authority be constitutionally established. 

I do not favor one sole authority domiciled at and acting, 
from. Washington, but my thought has been of a supreme appel- 
late authority at Washington, intermediate regional authorities, 
and local or local group authorities with original jurisdiction 
within state lines or small state or sectional groups. This may 
be, in view of constitutional limitations, an impossible theory, 
but as a theory it has long been attractive to me. 


CONFERENCE AT ATLANTA 


W. V. Hardie, director of the Commission’s bureau of traffic, 
and Examiner W. J. Koebel attended a conference of carriers 
and shippers which began at Atlanta, July 11, at which an effort 
was made to come to an agreement as to rates made necessary 
by the Commission’s decision holding that the water-compelled 
rates to and from Nashville were unduly prejudicial. The car- 
riers filed tariffs which were to remove the undue prejudice by 
increases, but they were suspended in I. and S. No. 1261. Since 
that time the carriers have been trying to reach an agreement 
with shippers which would eliminate further litigation. 

The carriers’ new scheme of class rates would break up 
the Southeastern adjustment which placed Atlanta, Macon, Sa- 
vannah, Montgomery and other southern shipping points on a 
parity. The rate to Atlanta from Ohio and Mississippi River 
crossings was reduced 7 cents and used as a yardstick for making 
rates to more distant points. Shippers pointed to the fact that 
the increases far outweighed the decreases in the rates. A fear 
that the general tendency to place commodity rates in some 
sort of percentage relationship with class rates will cause in- 
creases in commodity rates was also expressed. 

Two days of work at the Atlanta conference did not result 
in any material progress toward agreement. On the other hand, 
it appeared several times that the meeting was in danger of 
breaking up. A special committee of shippers was appointed, 
July 12, to prepare a rate scale for submittal to the conference. 


FREE PANAMA CANAL TOLLS 


Representative Sweet, of Iowa, has introduced a bill (H. R. 
7602) providing for free tolls for American ships passing through 
the Panama Canal. 
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MONEY FOR THE RAILROADS 
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President Harding held another conference July 9 with 
Secretaries Mellon and Hoover, Chairman Clark, of the Com- 
mission, and Director-General Davis, of the Railroad Administra- 
tion, on the questions involved in the proposed funding of the 
railroads’ indebtedness to the government and in effecting set- 
tlements as speedily as possible between the government and the 
railroads. Secretary Hoover said, after the conference, that a 
meeting would be held with the railway executives. 

There appears to be no opposition to the proposals for fund- 
ing of the indebtedness of the railroads to the government, but 
the difficulty lies in the fact that if the indebtedness, estimated 
at between $750,000,000 and $800,000,000, is funded, the Rail- 
road Administration will have to have additional funds to settle 
with the roads, and there appears to be lack of a desire to ask 
Congress for a substantial appropriation for that purupose at 
this time. 

Ways to avoid asking Congress for a direct appropriation, 
therefore, are under consideration, one of them being that the 
War Finance Corporation, which has a substantial appropria- 
tion to its credit, be authorized by Congress to buy from the 
Railroad Administration approximately $310,000,000 of equip- 
ment notes which were given by the railroads in evidence of 
their indebtedness for expenditures for equipment made during 
federal control. With the balance of approximately $200,000,000 
in the Railroad Administration fund, $300,000,000 more would 
make available a fund of $500,000,000 which, it is believed, would 
carry the Administration for a considerable time. 

Funding of the indebtedness of the railroads will only be 
the first step toward the railroads getting their money, it is 
pointed out. Settlements must be effected between the Rail- 
road Administration and each railroad and that will take time. 
Government officials have deprecated reports circulated recently 
that great sums of money will be paid to the railroads in the 
very near future. 

Even though the Association of Railway Executives should 
urge the individual roads to scale down their claims as much 
as possible, it will remain for each road to say what it is en- 
titled to, it is pointed out, and negotiations will have to be en- 
tered into in each claim. 

The steering committee of the Association of Railway Execu- 
tives conferred with Eugene Meyer, Jr., director of the War 
Finance Corporation, in New York, July 12, relative to the pro- 
posal that the government fund the carriers’ indebtedness to the 
government. Consideration, it is understood, was given to a pro- 
posed plan that would involve the taking by the War Finance 
Corporation of the evidences of indebtedness which the rail- 
roads would issue to the government for cash which would be 
turned over to the Railroad Administration for use in making 
settlements with the railroads. If such a plan should be adopted, 


it is believed that enabling legislation would have to be passed 
by Congress. 


BUSINESS AND LOWER RATES 


The board of governors of the Southern Traffic League has 
requested the Commission to institute a formal inquiry to de- 
termine whether reductions in freight rates would stimulate 
business. The League wrote the Commission “that whereas the 
President of the United States, cabinet officials and members 
of Congress are urging that reduced rates be established as 
soon as possible, yet the Interstate Commerce Commission has 
put itself in a position where it is being criticized for its failure 
to assist the administration and because of its handling of the 
problem on a purely informal basis. 

“The traffic league asserts that if the Commission should 
institute a formal investigation much futile clamor for reduced 
rates would cease and, on the other hand, those whose claims 
for reduced rates are based upon merit would be able to present 
their arguments in an orderly way and receive from the Com- 
mission a decision that is controlling.” 


PAYMENTS TO RAILROADS 


The Trafic World Washington Bureau 

The Treasury Department up to July 11, had paid out to rail- 
roads under the provisions of the transportation act a total of 
$644,168,538.52. Of that amount $424,013,678.76 was paid on 
account of the guaranty in the six months following federal 
control, divided as follows: Final payment of guaranty, $1,690,- 
114.71; advances on guaranty, $262,950,874; partial payments on 
guaranty under Winslow amendment, $159,372,690.05. 

Under section 204, for reimbursements of deficits during 
federal control, $1,354,339.14 had been paid, and partial payments 
on reimbursement of deficits amounted to $588,853.02. 

Under section 210, for loans from the revolving fund of 
$300,000,000, a total of $218,211,667 had been paid. 

Additional payments under the act were announced by the 
Treasury this week as follows: Loans under section 210: Evans- 
ville, Indianapolis & Terre Haute, $100,000; National Railway 
Service Corporation, account of Chicago, Rock Island & Pacific, 





Vol. XXVIII, No. 3 


$1,108,540; National Railway Service Corporation, account of 
Minneapolis & St. Louis, $386,190; Salt Lake & Utah, $700,000; 
partial payments under section 212, Centrai Vermont, $100,000; 
Chicago & Alton, $200,000; Georgia & Florida, $15,000; Knox- 
ville, Sevierville & Eastern, $15,000. 

A certificate under section 204 of the transportation act for 
partial payment of the deficit incurred by the Paris & Mt. Pleas- 
ant Railroad Company during federal control was issued by the 
Commission, which found that $80,000 is now payable to the 
carrier and that the carrier owes the government $139,540.04 on 
account of traffic balances and other indebtedness. 

Partial payment certificates have been issued by the Com- 
mission in favor of the American Railway Express Company for 
$500,000; Central Vermont, $100,000; and the Tennessee Central, 
$40,000. 


HOOVER SEES LOWER RATES 


Secretary of Commerce Hoover in an address before the 
National Shoe and Leather Exposition and Style Show at Bos- 
ton, July 12, discussing the future of the foreign trade of the 
United States, declared production costs must come down, and 
that ultimately freight rates must come down. 

“That,” said he, “lies only along the road of increased effi- 
ciency in our whole industrial machine. It means a willingness 
of our working people to put forth every effort that is in them 
consistent with health, proper family life, and good citizenship. 
The surest road to a continued high wage, and the surest safe- 
guard against unemployment is to remove every restriction on 
effort. 

“This must extend from our mines to the railways, to the 
factories, to the wharf and to the ship. It means smaller mar- 
gins of profit. It means that ultimately we must have much 
lower transportation rates. It means we must have better or- 
ganized marketing machinery abroad under Americans them- 
selves.” 


Continuing, Secretary Hoover said the government must 
remove as quickly as possible unnecessary domestic burdens on 
commerce to which the government is a party, by, among other 
things, the reorganization of the tax system, the settlement of 
the tariff question, reduction of Shipping Board losses, and by 
the settlement by the government of the outstanding claims of 
the railroads. 


WESTERN GRAIN AND HAY RATES 


The Trafic World Washington Bureau 


A general inquiry into the level of rates on grain, grain 
products and hay in Western and Mountain-Pacific groups, 
ordered by the Commission in No. 12929 was made public July 
14. This investigation, on the Commission’s own motion, is to 
be limited to the rates themselves and no testimony will be 
admitted with respect to relationships between particular points 
under existing rates, the proceeding being confined to the 
reasonableness and propriety of existing rates. The hearing will 
be held in Washington, August 15, before Commissioner Lewis. 
Action by the Commission is in response to the application filed 
last week by the Kansas Commission. The state commission, 
however, asked an investigation only as to western group rates. 

While the majority of state commissions in the western 
group favored a hearing in Washington, several of them preferred 
hearings in their own states, according to replies sent to John 
E. Benton, general solicitor of the National Association of Rail- 
way and Utilities Commissioners, in response to requests for 
their views on the subject (see Traffic World, July 9, p. 72). 

The state commissions of Wisconsin, North Dakota, Ne- 
braska, Montana, Oklahoma, Arkansas, Kansas, Iowa and Mis- 
souri sent word a general hearing at Washington would be sat- 
isfactory, although Wisconsin suggested that part of the hearing 
be held at Chicago. Texas, Louisiana, Minnesota and South 
Dakota suggested that hearings be held in the West. Texas and 
South Dakota asked that hearings be held in those states, and 
Louisiana suggested a hearing at St. Louis, and Minnesota, a 
hearing at Chicago. 

Idaho, which is outside the western group, but to which 
word was sent, because of the large production of hay in that 
state, sent word that a hearing at Washington would be agree- 
able, but it suggested that later hearings be held in the West 
on the question of the reasonableness of rates on all agricul- 
tural products. 


URGES IMMEDIATE PAYMENTS TO RAILROADS 


At a meeting of the executive committee of the Texas Cham- 
ber of Commerce, at Dallas, July 9, a resolution was adopted 
urging the government immediately to “make an early and 
large payment to the railroads,’ so as to make possible the 
improving of railroad trackage and equipment and the purchas- 
ing of equipment. It was stated that this would improve em- 
ployment conditions and so add to the general prosperity of 
the country. Copies were forwarded to the President, the 
members of his Cabinet, and members of Congress. 
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Current Topics 
: in Washington 





The Disarmament Conference.—Again Washington has be- 
come the diplomatic center of the earth. The nations, some 
willingly and other more or less unwillingly, are coming for 
advice, which, when given, means that the power of the western 
republic stands back of the plan based on that advice. Harding 
and Hughes, as McKinley and Hay, backed, of course, by the 
election mandate of last fall, have shifted the negotiations for 
the settlement of the world’s troubles from Paris to Washing- 
ton and Washington is doing its full share of talking about the 
possibility of having the real rulers of Europe here in October 
and November to make the arrangements that are possible for 
relieving the world of the burden of the armaments it is now 
supporting. Instead of one conference there will be two. The 
“allied and associated powers” will confer on how to disarm. 
All the powers, except Russia, interested in the far eastern or 
Pacific question, including China, will consider how the peace 
may be preserved on the Pacific without each going fully armed 
with a maximum of fighting material all the time. Including 
China, it is believed, is notice to Japan and England that the 
traditional friend of the United States which the policy of 
John Hay saved twenty years ago from the rapacious program 
of Germany, is to be considered as a potential addition to the 
armed forces of the world, if the others object to agreeing to 
limitation, if not actual reduction, in armaments. China may 
come in rival delegations as Louisiana and Mississippi go to 
Republican National conventions, but the United States will not 
raise the question as to which China is to be consulted. It looks- 
now as if Japan were almost unable to swallow the dose prepared 
by Harding and Hughes, because, in her estimation, China is 
“not such a much” and, for the best interest of Japan, should 
be even less. France will be present with her fingers crossed, 
meaning that even if Germany has been disarmed she must con- 
tinue her large army. She still fears that part of the old Frank- 
ish empire that was Austrasia while she was Neustria, and as 
to the true boundary betwen which there has never been agree- 
ment since the original separation between the east and west 
Franks in 614. The Italians still profess to fear the Goths to 
the east, as if their empire were not about as impotent as the 
kingdom of the Vandals. It will be a fine mess that Harding 
and Hughes have around them, but to most Americans, it is be- 
lieved, there will be satisfaction over the fact that the centuries 
old problems, which had their beginnings in the successful 
establishment of barbarian kingdoms in the Roman empire and 
over the later struggles over what constituted real Christianity, 
are to be considered in Washington, and not in Paris. The Brit- 
ish, like the French and the Italians, may also have their fingers 
crossed, meaning that it is their conviction that they must be 
allowed to retain the most powerful navy, instead of having all 
navies reduced to the same size and strength. The holding of 
the conferences in Washington, to those who might be called 
the dreamers, suggests the thought that the peace of the world 
will be assured when this Republic becomes so great that pax 
Americana will be accepted in the same way that the multiplica- 
tion table is taken for granted—as one of the things that are, 
without definite knowledge of how they came about. Great 
Britain regulated the naval warfare of Japan and Russia in 
1903 because she had the power. She told them what they 
might regard as contraband, and cotton going to Japan to be 
made into smokeless powder and clothing for the Japanese army 
was not on the list because, as Russia intimated, the Indian 
empire and some British spinners were interested in seeing 
that cotton moved freely. The side on which America ranges 
herself is bound to win. Then why should not Washington 
tell the rest of the world how the relations between nations 
should be regulated, by means of conferences held in Washing- 
ton? That is the question which those who are dreamers are 
ae about the meetings that are to be held a few months 
ence. 





Charles A. Prouty.—Charles Azro Prouty, who died at his 
home in Newport, Vt., last week, for years was one of the notable 
men in the regulation of common carriers. Quick action on a 
matter was what he desired. That may be what caused his col- 
leagues on the Commission, in 1914, to make him director of 
valuation at a salary equal to that which he was receiving as 
one of them. In the early dzys when commissioners went out 
to hold hearings more than they do now, it was not unusual for 
Prouty to hear a case and have the report on it written before 
the transcript of the testimony was laid before the Commission. 
Writing on the train on his way back to Washington was one 
of his favorite occupations. Use of the pen was a delight to 
him, even if the object of his attention happened to be the Presi- 
dent of the United States. While President Taft was in office 
he undertook to use his influence in behalf of a member of the 
Commission who desired to be made chairman. Taft understood 
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that Prouty did not care for the honor. But Prouty did desire 
the honor, and the letter he wrote to Taft amounted to a sharp 
observation that Taft had better mind his own business, which 
was administering the laws and not meddling in the affairs of 
the Interstate Commerce Commission. As director of public 
service and accounts in Director-General McAdoo’s cabinet, 
Prouty was more or less of a thorn in the side of some of the 
railroad men in that cabinet. Sometimes he was also a bit of a 
bramble in the sides of shippers, especially if they thought that, 
simply because they were shippers, the director was bound to 
agree with them. There was real enjoyment for him in a fight. 
One of the most recent evidences of his conviction that fighting 
was better than acquiescence was his suit before the District of 
Columbia Rent Commission, in which he sought to prevent an 
increase in the rent of an apartment he had occupied for many 
years. He was ill then, but that did not deter him. 





Jurisdiction Over Holding Companies.—It is deemed prob- 
able that the Commission’s decision in the Denver & Rio Grande- 
Western Pacific consolidation case that a holding company is 
not subject to its jurisdiction, even in the matter of securities 
affecting common carriers that are subject to it, will attract 
unfavorable attention. If a holding company is not subject to 
the Commission, then, it is suggested, the things the Commission 
was supposed to stop—juggling and manipulating of railroad 
securities—may go on unchecked, provided the juggling and 
manipulating are done by a holding company. The answer to 
that is that if Congress intended to include holding companies 
and their operations within the scope of the Commission’s au- 
thority, it would have been easy to say so. It did not. It seemed 
to confine its attention to the companies that have to do with 
the actual operation of the carriers themselves. But, in retort 
to that, it has been asked in the discussions that took place be- 
fore the decision was announced, what object could Congress 
have had in placing the issuance of stocks and bonds under its 
control, unless it was intended that all stocks and bonds directly 
relating to any transportation agency should come within the 
boundaries of the Commission? However, Commissioners East- 
man and McChord called attention to the fact that they did not 
agree with that construction of the law and if congressmen have 
any definite idea on the subject they can easily amend the 
securities sections so as to put the holding companies within 
the control of the Commission in so far as their operations affect 
common carriers by railroad. The only trouble is that Congress 
never seems to know anything until the facts are laid before it 
and explained in words suitable for children in a kindergarten. 
Even then Congress seemingly has difficulty of understanding, 
except on purely political subjects. 





“No Par Value” Stock Certificates—The Commission’s deci- 
sion to permit the issue of “no par value” shares of common 
stock, authorized for the first time in the Denver & Rio Grande- 
Western Pacific application, may also cause expressions of shock 
among shippers who have not followed the arguments closely, or 
who may not have been interested even to the extent of reading 
anything on the subject. Stock certificates with a par value 
written on their face constitute so much of the customary scenery 
that the omission of figures may tend to create suspicion. If 
one were moralizinng, it might be suggested that if there were 
more suspicion among the buyers of stocks, it would be better 
for the country. It has been estimated that the annual con- 
tribution to stock swindlers is something like half a billioon. 
There are millions of people who, when getting a flash of a 
certificate of stock bearing the figures “$100” on its face, think 
of the piece of paper as being worth $100. The shares of stock 
with no figures on their face, it is suggested, will cause every 
prospective purchaser to ask, “Well, what’s it worth?” which is 
what ought to be asked by every buyer of every certificate of 
stock. The figures on certificates of stock have no meaning to 
informed buyers. They may, however, mislead the uninformed. 
Therefore, it has been argued their omission may tend to show 
uninformed buyers that the figures, where used, are usually with- 
out any real meaning. The quotations in the stock market show 
that the par value figures mean nothing. The quotations are 
the estimates as to the real value of the certificates, made by 
those who think they know the earning power of the corpora- 
tion, either now or in the comparatively near future, or what 
it may become under certain conditions. Even if the certificates 
to be issued by the reorganized Denver & Rio Grande were 
marked $1,000,000, everybody would know that the value could 
only be determined after an investigation by the prospective 
buyer. 





Foreign Mail Without Sufficient Postage—Twice a year, at 
least, the Post Office Department is under the constraint of 
complaints to call the attention of American business men to 
the fact that they are committing heinous social, if not business, 
offenses, by sending out catalogues and other advertising matter 
without sufficient postage. The commonest offense is to send 
to Latin America mail to which a two-cent stamp has been 
affixed, on the assumption that the two-cent rate applies. Under 
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the laws, foreign mail coming in without sufficient postage is 
subject to double postage. One piece of mail leaving the United 
States with a two-cent stamp affixed, and addressed to a point 
in Central or South America, will use the recipient to pay ten 
cents for something he may not crave exceedingly, if at all. The 
ten cents is collected because the United States and the other 
countries have never agreed on divisions, so to speak, except on 
the basis of a prepaid through joint rate of five cents. If that 
rate is not paid, the country of origin and of destination assume 
that the piece of mail is so important that it should not be de- 
layed and that the man at destination will be glad to pay the 
five cents that should have been affixed in the country of 
origin and the penalty of local rate, on foreign stuff, in the 
country of destination. The too polite recipient cannot imagine 
the North American does not know the law, and would hate him- 
self for presuming to send printed matter collect, so he says 
nothing, assuming that if the sender is so small, he, the re- 
cipient, can afford to pay the annoying bill. Postmaster-General 
Hays is trying to advise American business houses on that point, 
but, as. before remarked, even semi-annual warnings are not 
sufficient to break up the practice. 
A. E. H. 


RULE FOR COMBINATION RATES 


As a result of a consultation by traffic officials in Washing- 
ton, July 8, Eugene Morris is preparing an application for sixth 
section permission, which, if granted, will enable each carrier 
or group of carriers to publish, in blanket supplement form, the 
rule now carried in Morris’s U. S. I. C. C. No. 1, for making 
rates on combination. If and when that permission has been 
given, the rule for making rates on combination will have dis- 
appeared from the file of Morris tariffs, and individual tariffs 
will no longer refer to Morris’s U. S. I. C. C. No. 1. 

The new form of publication, if the Commission permits, will 
come into operation November 1. The proposal is to have the 
new tariffs issued on sixty days’ notice. The sixth section per- 
mission will pertain only to the form, and not the length, of 
notice to be given to the Commission and to the public. 

What good the proposed change in form of publication will 
accomplish, tariff and traffic men in the Commission are not able 
to perceive. That it will get rid of the Morris tariff and all 
reference to it, is obvious. But the rule for making rates by 
combination, which is obnoxious to tariff men and irritating if 
not obnoxious to shippers and their traffic men, will exist in 
another form. 

This decision to change the form is regarded as confession 
that the rule cannot be eliminated so long as shippers insist on 
the observance of the principle that only one factor should be 
increased where a threugh rate is made on combination, if the 
combination comes into competition, as it does in 99.9 per cent 
of the times, with joint rates which were subjected to only one 
increase under the terms of General Order No. 28. 

When the railroad traffic men started out to get rid of the 
rule their idea was that they would be able to restore the old 
rule, which, in its essence, is that when a rate is made by com- 
bination, the combination is to be the sum of the locals or 
applicable proportionals, and not’ something else. 

Under the rule in Morris’s tariff, devised almost wholly as 
a method for dividing the money obtained from the through 
rate made on combination, proportionals, where applicable, are 
subject to deduction so as to avoid the imposition of two or more 
increases, one on each factor. If the Commission permits the 
carriers to publish the rule as proposed, it will be a rule for 
ascertaining proportionals made by adding or subtracting from 
other proportionals, which is something unusual in a single 
tariff publication and will give, it is believed, something fully as 
complicated as the most complicated of the Leland tariffs, than 
which there is no more complex thing on earth. 


Usually a blanket supplement is a cheap way of making a 
change of general application in the shortest possible time. ‘The 
Commission gave the carriers eighteen months to absorb the 
rates made under the permission in Ex Parte No. 74 into the 
regular tariff forms, reissued in the ordinary routine. In other 
words, a blanket supplement is regarded as a temporary ex- 
pedient, to be got rid of as soon as possible, under the routine 
of re-issuing tariffs. 

Unless the Commission, in connection with the proposed 
permission, gives the carriers permission, without limitation, to 
maintain the blanket supplements, the railroads will have to 
make arrangements for getting rid of the blanket supplement 
carrying the rule, by reissuing the tariffs to which the rule is 
attached, worked out in accordance with the rule. That is to 
say, each tariff. to which the rule is attached by means of a 
special supplement, will have to be reissued so as to show each 
rate in the tariff, as made by the rule. If the rule is attached 
to a brick tariff which says that, for ascertaining the through 
rate, one cent should be deducted from the rate to the river 
and two from the rate from the river, the reissued tariff will 
have to show the rate to the river if the traffic is not going 
beyond. It will also have to show, in a parallel column, that 
same rate with the one cent deducted, as the proportional to be 
applied up to the river.’ 
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In the event that proportionals are already carried in the 
tariff, a third parallel column will have to be printed to show 
the proportionals after the rule has been applied to the orig- 
inal proportionals, which were affected by the principles of 
Freight Rate Authority No. 10. 


CEMENT RATE INQUIRY 
The Trafic World Washington Burean 


Another inquiry into the quality of rates prescribed by a 
state Commission has been initiated by the Commission in for- 
mal docket No. 12911, cement rates from Sugar Creek, Mo., to 
Kansas City, Mo., with which has been consolidated, for pur- 
poses of hearing, No. 10421, Lehigh Portland Cement Company 
vs. A. T. & S. F., Director-General, et al., and No. 10517, Atlas 
Portland Cement Company vs. A. T. & S. F., Director-General 
et al. The two formal docket cases last mentioned have been 
re-opened for further hearing. The orders instituting the in- 
quiry into the quality of the state rates and the re-opening of 
the complaints of the cement companies against the Santa Fe 
were passed by the Commission on the same day. 

The question in issue is as to whether the rates on cement 
from Sugar Creek into Kansas City, required by the Missouri 
commission to be maintained, discriminate against interstate 
commerce in favor of intrastate commerce. Such discrimina- 
tion is forbidden by the thirteenth section of the act, in terms 
supposed to merely write the principles of the Shreveport case 
into the statute. 


The Santa Fe, in compliance with the Commission’s order in 
No. 10241, Lehigh Portland Cement Company vs. A. T. & S. F., 
Director-General, et al. (59 I. C. C. 52), filed tariffs applicable 
on cement from Sugar Creek to Kansas City, intended to abate 
the undue prejudice against Bonner Springs, Kan.. to points in 
the switching district of Kansas City. The rates filed by the 
carrier in compliance with the Commission’s order were those 
which the Commission, in its report and order, in that case, 
said would remove the undue prejudice against the cement 
originating at Bonner Springs. 


The Missouri commission, June 7, ordered the permanent 
cancellation of the rates which the federal Commission had said 
would have the effect of removing the undue prejudice, thereby 
substituting the judgment of the state body for that of the 
federal. 


It is a direct conflict between the state and federal authority 
which will enable the state commission to go into court, if so 
advised, challenging the right of Congress to authorize the fed- 
eral commission to make rates for application within a state in 
the way in which it has sought to make rates in the states since 
the enactment of the amended thirteenth section. 


After reciting that in the Lehigh Portland Cement case it 
was decided that the observance of the order of the Missouri 
commission may cause “undue and unreasonable preference and 
advantage to intrastate commerce and undue and unreasonable 
prejudice and disadvantage to interstate commerce, and unjust 
and unreasonable discrimination against interstate commerce,” 
the Commission said: 


It is ordered (1) that the Commission, upon its own motion, enter 
upon an investigation to determine whether the said rates and 
charges required by the Public-Service Commission of the state of 
Missouri to be maintained by said Atchison, Topeka & Santa Fe 
Railway Company, cause or will cause any undue or unreasonable 
advantage, preference or prejudice as between persons or localities in 
intrastate commerce on the one hand and interstate commerce on the 
other hand, or any undue, unreasonable or unjust discrimination 
against interstate commerce, and as to what rates and charges, if 
any, or what maximum or minimum or maximum and minimum 
shall be prescribed to be charged by said Atchison, Topeka 
& Santa Fe Railway Company in order to remoxe such advantage, 
— prejudice or discrimination, if any, as may be found 
o exist. 


STAPLES MAY SUCCEED PROUTY 


The Trafic World Washington Bureau 


Charles F. Staples, former member of the Railroad and 
Warehouse Commission of Minnesota, -who has been in the bu- 
reau of valuation of the Commission for several years, has been 
designated as acting director of the bureau, pending the selec- 
tion of a permanent director as successor to Charles A. Prouty, 
who died July 8. 

John E. Benton, general solicitor of the National Associa- 
tion of Railway and Utilities Commissioners, in a bulletin to 
state commissions informing them of the death of Director 
Prouty, expressed the hope that the appointment of Mr. Staples 
would be made permanent. 

_ “Mr. Staples, as a member of the advisory board,” said he, 
“has been associated with the valuation work for several years. 
During the illness of Mr. Prouty for the past six months he has 
acted in his stead. By ability, training and character, he is 
especially well qualified for the position of director.” 

Mr. Benton said Director Prouty was largely instrumental 
in obtaining the passage of the valuation act, and desired to 
conclude his public service by carrying the work under that 
act to substantial completion. 
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RATES ON HOGS 


New. rates on hogs are to be established on or before Septem- 
ber 1, on not less than five ‘days’ notice, from South St. Paul, 
Sioux City, South Omaha, Kansas City, and South St. Joseph to 
North Fort Worth, the Commission having held the existing 
and prior rates unreasonable and awarded reparation in a re- 
port on No. 11522, Swift & Co. vs. Chicago, Rock Island & Pacific, 
Director-General, et al., opinion No. 6944, 62 I. C. C. 166-70 (see 
Traffic World, July 9, p. 68). The report was written by Chair- 
man Clark. Commissioner Daniels concurred in part, but sug- 
gested that the award of reparation on a sporadic movement 
was not warranted by any showing of damage. 

Swift & Co. sought the establishment of reasonable rates 
on a large number of shipments of hogs moving on and after 
June 25, on the ground that the rates charged were unreason- 
able to the extent that they exceeded the scale prescribed by 
the Commission in 22 I. C. C. 160, for similar short line dis- 
tances increased in accordance with General Order No. 28 and 
as authorized by Ex Parte No. 74. Swift & Co. did not, however, 
insist upon the application of that scale, but merely suggested 
its use aS a convenient method by which to measure the un- 
reasonableness of the rates charged. 

The Commission held that the rates were, are, and for the 
future will be unreasonable because and to the extent that from 
South St. Joseph and other points mentioned, including Kansas 
City to North Fort Worth exceeded, exceed or may exceed rates 
on hogs in single deck cars of 43.5 cents for single line hauls 
and 45 cents for joint line hauls, and on hogs in double deck 
cars of 38 cents for single line hauls and 39 cents for joint line 
hauls subject to Ex Parte 74 increases and the minimum weights 
prescribed by the Director-General in the scale initiated by him 
on January 20, 1919. 


A. & §. 8S. NOT COMMON CARRIER 


The Commission, by means of a report on No. 10755, Alle- 
gheny & South Side Railway Co. vs. Pittsburgh & Lake Erie, 
Director-General, et al., opinion No. 6961, 62 I. C. C. 248-52, has 
thrown that railroad company out of the company of common 
carriers and directed it to cancel its tariffs on the files of the 
Commission. The railroad company, the stock of which is 
owned by the Oliver Iron & Steel Company, owns no tracks or 
equipment. It leases tracks and equipment from the iron and 
steel company, which has contracts with the Pittsburgh & Lake 
Erie and the Pennsylvania, by which it has the right to use 
the main tracks of those trunk lines in return for the right of 
way over its property granted by the iron and steel company to 
them. 

The trunk lines have a contract with the Allegheny & South 
Side whereby that company does the switching for the proprie- 
tary interest at one dollar per car and other switching at cost, 
not exceeding 93 cents per car, and $10 per day maintenance on 
locomotives, although the cost is greater than the ninety-three 
cents. The contracts whereby the iron and steel company has 
the right and does use the main lines of the trunk railroads 
were made in 1881 and 1885. 

Objections to reforming the contracts was made by the rail- 
road companies on the ground that the Commission was with- 
out power toward damages to one common carrier against 
another; that the Commission had no jurisdiction to prescribe 
the terms upon which the Director-General or the trunk lines 
should employ complainant to do this particular work for them; 
and that the contracts entered into with the complainant have 
been fully performed by the defendants. The Commission found, 
as follows: 


We are of opinion and find that complainant was not and is not 
a common carrier subject to the interstate commerce act; that de- 
fendants have had and still have the option of performing the work 
themselves or of employing their switching agent upon their own 
terms, if unjust discrimination or undue prejudice or preference is not 
thereby created; that the contracts under which complainant acts 
as switching agent of defendants are not shown to have been or to 
be in violation of the interstate commerce act; and that therefore 
we are without power to abrogate or reform the contracts. 

As to the allegations of unjust discrimination and undue preju- 
dice, no industrial or other switching line similarly situated is shown 
to have been or to be accorded preferential treatment by defendants. 
The only contention in this respect is that the trunk lines have dis- 
criminated between the traffic of the proprietary industry and that 
of the other industries served. The industry is not before us seeking 
relief. Complainant has received its published tariff charge for per- 
forming interchange switching for the industry, and admits that it 
has never sought to have this charge increased. : 

Complainant should promptly cancel its schedules on file with us. 
The complaint will be dismissed. 


ABSORPTION OF SWITCHING CHARGES 


In a report written by Commissioner McChord on No. 10704, 
Tidewater Oil Company vs. Central of New Jersey, Director Gen- 





‘THE TRAFFIC WORLD . 107 





Decisions of Interstate Commerce Commission 


eral, et al., opinion No. 6957, 62 I. C. C. 226-8, the Commission 
affirmed its original finding in 58 I. C. C. 92, and dismissed the 
complaint. In the original report the Commission held that the 
refusal of the Central to absorb the switching charges of the East 
Jersey Railroad & Terminal Company at Bayonne, N. J., on traf- 
fic shipped by or consigned to the complainant, while absorbing 
the charges on traffic to and from independent industries served 
by the East Jersey, had not been shown to be unjustly discrim- 
inatory or unduly prejudicial. 

Affirmance on further argument still means that the com- 
plainant did not prove its case. On the further hearing or argu- 
ment the complainant contended that the fourth section was vio- 
lated, but McChord said no sufficient evidence had been offered 
on that point to warrant a finding. 

The East Jersey is owned by the oil company. The Central 
of New Jersey can reach the proprietary and other industries only 
by the use of the tracks of the East Jersey or the employment 
of its servants and its equipment. On the traffic to and from 
the so-called independent industries, the Central absorbs the 
switching charges of the East Jersey. On traffic handled for the 
proprietary traffic, there is no absorption. One set of shippers 
on the East Jersey obtains its traffic at the Bayonne rates. The 
industry that owns the East Jersey pays the Bayonne rates and 
then bears the cost of getting the traffic over the rails of its own 
railroad, which is in addition to the Bayonne rates. That prac- 
tice the complainant alleged resulted in the imposition of un- 
justly discriminatory and unduly prejudicial charges on the Tide- 
water Oil Company. 

The arrangement for the absorption was made by the East 
Jersey and not by the complainant, Commissioner McChord said. 
The declaration of the Commission, in the original report was 
to the contrary. Nevertheless, McChord said, it appeared that 
the present method of delivery is better suited to the changed 
conditions in the complainant’s plant than the former practice. 
That change in practice, he indicated, is due to the expansion of 
the business of the complainant, and the fact that the tracks 
formerly used for the replacement by the Jersey Central became 
inadequate. Therefore, the complainant built tracks within its 
plant connecting only with the East Jersey; that the movement 
of the East Jersey‘s engines interfered with the Jersey Central 
making deliveries. The Tidewater company, when it allowed the 
East Jersey to exercise the right of a proprietor on the tracks on 
which the Central of New Jersey formerly made deliveries to 
the Tidewater, lost free delivery by the Central of New Jersey, but 
the East Jersey did not acquire the right to compensation from 
the Jersey Central for doing that which the Jersey Central no 
longer could do. McChord said the complainant was not seeking 
a restoration of the former practice and that if restored the prac- 
tice would be unsuited to its needs. 

McChord said that the facts shown of record did not disclose 
undue prejudice against the complainant because there is no com- 
petition between the Tidewater and the other industries on the 
East Jersey on outbound manufactured products and none on the 
inbound tonnage of cooperage and coal which may originate in 
the same markets. He said that ordinarily undue prejudice does 
not exist in the absence of competition, which the facts do not 
disclose, if it exists. : 

Further, the Commission said that section 2 primar- 
ily relates to the line-haul, and to sustain a finding under that 
section it must be shown that the line-haul services are like and 
contemporaneous and under substantially similar circumstances 
and conditions. No such showing had been made in this case. 
He said that if the service is over a different line, or if over 
the same line, for a substantially different haul, the transporta- 
tion service is substantially different. He said there was no 
showing sufficient to invoke an order under section 2. 

At the close of the report Commissioner McChord devoted a 
few lines to the question as to whether the identity of the dol- 
lar used in the construction of one railroad is a fact of sufficient 
weight to cause difference in treatment. On that point he said: 


It is, of course, clear that the mere fact of financial or corporate 
relationship between an industry and a common earricr industrial 
railroad does not alone justify a trunk line in according the controling 
industry less favorable treatment than that given independent in- 
dustries served by the industrial railroad. 


PLASTER AND GYPSUM PRODUCTS 


The Commission, in a report written by Commissioner East- 
man, on No. 10614, Grand Rapids Plaster Co. vs. Ann Arbor, 
Director-General, et al., opinion No. 6960, 62 I. C. C. 237-47, has dis- 
approved a readjustment of rates on plaster and gypsum prod- 
ucts from Fort Dodge, Gypsum and Mineral City, Ia., and Grand 
Rapids, Mich., to territory in Wisconsin, Michigan and Minne- 
sota, proposed by the carriers in supposed conformity with the 
Commission’s prior report in 57 I. C. C. 264. The Commission 
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hoped that, with the aid of its previously expressed views, the 
carriers would be able to check in rates satisfactory to it and 
to the complainant, thereby saving the Commission’s time. 

New rates, prepared by the Commission, are to be made 
operative on or before September 2, on not less than five days’ 
notice. The findings of the Commission, which will also show 
the rates that are to be made operative, are as follows: 

“Upon further consideration of the whole record we find that 
the rates attacked are, and for the future will be, unduly pref- 
erential of Fort Dodge and points grouped therewith, and un- 
duly prejudicial to Grand Rapids, to the extent that they exceed 
or may exceed rates, taking into consideration the increases of 
1920, made as follows: To destinations nearer to Grand Rapids 
than to Fort Dodge the rate from Grand Rapids, minimum 40,000 
pounds, should be lower than the contemporaneous rate from Fort 
Dodge to the same point by not less than 0.5 cent for each 20 miles 
or less difference in distance; to destinations nearer to Fort Dodge 
than to Grand Rapids the rate from Grand Rapids, minimum 
40,000 pounds, should exceed the contemporaneous rate from 
Fort Dodge to the same point by not more than 0.5 cent for 
each 20 miles or less difference in distance; and to the des- 
tinations to which rates from Fort Dodge are maintained subject 
to a minimum of 60,000 pounds, the rates from Grand Rapids, 
minimum 60,000 pounds, should exceed those from Fort Dodge 
by not more than 4.5 cents to the St. Paul and Duluth groups 
and 2 cents to the Ashland group, and should be not less than 
5 cents lower to the Hancock group than those from Fort Dodge. 

“We further find that the rates attacked from Grand Rapids, 
minimum 40,000 pounds, are, and for the future will be, un- 
reasonable to the extent that they exceed or may exceed the 
rates for corresponding distances stated below, which take into 
consideration the increases of 1920. 


Rate Rate 
Distance. Cents. Distance. | Cents. 
From 161 miles to 170 miles. 18 From 431 miles to 450 miles. 26 


From 171 miles to 190 miles. 18.5 From 451 miles to 480 miles. 26.5 
From 191 miles to 210 miles. 19.5 From 481 miles to 500 miles. 27.5 
From 211 miles to 240 miles. 20 From 501 miles to 520 miles. 28 - 
From 241 miles to 260 miles. 20.5 From 521 miles to 540 miles. 28.5 
From 261 miles to 280 miles. 21.5 From 541 miles to 580 miles. 29.5 
From 281 miles to 500 miles. 22 From 581 miles to 600 miles. 30 

From 301 miles to 330 miles. 22.5 From 601 miles to 620 miles. 30.5 
From 331 miles to 350 miles. 23.5 From 621 miles to 660 miles. 31.5 
From 351 miles to 380 miles. 24 From 661 miles to 680 miles. 32 

From 381 miles to 410 miles. 24. 5 
From 410 miles to 430 miles. 25. 


From 681 miles to 700 miles. 32. 


oi 


“In applying the preceding scale short-line distances should 
be used, computed in the manner described in Western Cement 
Rates, 52 I. C. C. 225, at page 229, as follows: 


* * * 


Distance via the shortest possible routes embracing as a 
maximum the lines or parts of lines of no more than three carriers 
via existing connections for interchange of carload traffic should be 
used as the measure of the scale rates * * * and * * * it 
will not be necessary to revise the rates every time a new connection 
is installed. The use of the short-route distance is merely for the 
purpose of fixing a measure of the rates and does not necessarily 
govern the routes traversed as an operating matter. If in checking 
in the shortest route the lines of the same carrier are used twice in 
constituting different sections of the route, the two sections of the same 
earrier’s line shall count as two of the three factors contemplated 
by the rule. 


“We further find that the rates from Grand Rapids to points 
in the St. Paul, Duluth, Ashland and Hancock groups, as herein- 
before described, are, and for the future will be, unreasonable 
to the extent that they exceed or may exceed for a minimum 
of 60,000 pounds rates of 20, 22.5, 22.5,and 23.5 cents, respectively, 
which take into consideration the increases of 1920.” 


RATES ON BY-PRODUCT COKE 


In a report on No. 10357, Seaboard By-Product Coke Co. vs. 
D., L. & W., Director-General, et al., opinion No. 6977, 62 I. C. G. 
317-34, written by Commissioner Hall, the Commission condemns, 
as unreasonable and unduly prejudicial, rates on by-product coke 
from Seaboard, N. J., to destinations in New England, New 
York and New Jersey. It denied through routes and joint rates 
from Seaboard to destinations on the New Haven via New York 
harbor. In fourth section No. 7999 it ordered the discontinu- 
ance of relief from the fourth section on coke on and after No- 
vember 1, 1921. 

The condemned rates are to be superseded by a mileage 
scale operative on November 1. It begins with 90 cents a ton 
for distances not greater than 10 miles. It proceeds with a 10- 
cent increase for each increase of 10 miles up to 110 miles, 
then a 10-cent increase for the next 15 miles, and then a 10-cent 
increase for each 25 miles up to 600 miles, at which the rate 
becomes $3.90 a ton, subject to increases authorized in Ex Parte 
No. 74. 

Reparation has been awarded on findings as to the character 
of specific rates. The general finding was that the rates ap- 
plied over all rail routes to the territories of destination con- 
sidered in the case, from August 14, 1917, to January 21, 1918, 
inclusive, were unreasonable and unduly prejudicial to the extent 
that they exceeded 80 per cent of the rates shown in the dis- 
tance scales before mentioned; and, except to points on the west 
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shore in New Jersey over intrastate routes, are and for the 
future will be unreasonable and unduly prejudicial to the extent 
of their excess over the rates shown in the before-mentioned 
scale, subject to the increase authorized and operative on Au- 
gust 26, 1920. The rates increased under the authority of the 
last general advance will apply on minimum weight of 50,000 
pounds in open cars and 40,000 pounds when loaded in box or 
stock cars, except that when cars are loaded to cubic or visible 
capacity actual rates will apply. 

The findings as to specific movements are that $1.20 was 
applicable from Seaboard to Greenville, N. Y., as part of the 
through rate and that any charges in excess should be refunded; 
that the rates applied on shipments to Munns and East Branch, 
N. Y, were unreasonable to the extent that they exceeded $2.15 
and $1.65 per net ton, respectively, and that the rates applicable 
on shipments to Syracuse, Brooklyn, Eastern District Terminal, 
Wallabout Terminals, Atkins, Farmingdale and Port Chester, 
N. Y., and Bridgeport, Higganum and Midway, Conn., were not 
unreasonable. 

The report on the case mentioned also covers No. 10370, 
Seaboard By-Product Coke Co. vs. Director-General, as agent, et 
al.; No. 10371, Same vs. Director-General, et al.; No. 10386, Same 
vs. Director-General, as agent, et al.; No. 10395, Same vs. Di- 
rector-General, as agent, et al.; and Nos. 10414, 10449 and 10485, 


all by the same company against the Director-General and the 
same defendants. 


INGOTS, SAN FRANCISCO TO SEATTLE 


In a report written by Commissioner Hall, the Commission, 
in No. 11270, Pacific Coast Steel Company vs. Southern Pacific, 
Director-General, et al., opinion No. 6953, 62 I. C. C. 207-10, has 
held that the applicable rates on steel ingots, from San Fran- 
cisico and South San Francisco to Seattle, between October 24, 
1918, and June 18, 1919, were not unreasonable or unduly preju- 
dicial. There is an intimation in the report that if the complain- 
ant had made the point the Commission would have been con- 
strained to hold that the rate from South San, Francisco was 
unduly prejudicial because three cents per 100 pounds higher 
than from San Francisco, as it did in South San Francisco 
Chamber of Commerce vs. Southern Pacific (53 I. C. C. 285). 
Since the shipments moved the railroads have removed that 
undue prejudice. 

The ingots involved in this case were big ones, suitable for 
forging into ship shafting. The complainant contended that 
the rate applicable to castings should have been imposed on 
them. Seventy-three carloads of these ship shafting ingots 
moved on rates of 52.5 cents from San Francisco and three cents 
higher than from South San Francisco. On one of them there 
were undercharges, but the intention of the railroads was to 
apply the rates mentioned, which were combinations based on 
Portland, Ore. The complaining steel company contended that 
the rates imposed were illegal and that the rate of 44 cents on 
castings should have been accorded them. 

As a general proposition the railroads admitted that the 
rates on ingots should not be greater than on manufactured 
articles, such as angles, bars, beams and channels, but a witness 
for the complainant admitted that these ingots were not of the 
kind that usually take the lower rates. The latter weigh from 
1,300 to 2,000 pounds, while the ingots in question were from 
11 to 15 feet in length, octagonal in cross section and weighed 
up to 10 tons apiece. They were shipped on flat cars, just as 


they came from the molds, except that the piping had been cut 
off. 


The much lower rates on castings, it was shown, were due 
to the competition of the ships for business between San Fran- 
cisco and Portland. It was shown that even if the ship shafting 
ingots had moved by water on the basic water rate of 25 cents, 
there would have been what are known as heavy-lifht charges of 
25 cents on articles weighing 6 tons and 45 cents on articles 
weighing 10 tons. The aggregate of the water route carriers, the 
Commission report said, would have been greater than the all- 
rail charges. Commissioner Hall compared the ton-mile and 
car-mile earnings on such ingots from Minnequa and Chicago 
and found them higher than the earnings on the traffic in ques- 
tion, although the distances are greater and, under the theory 
of rate-making, they should have becn lower. 


RATES ON STEEL BARS 


Application of the same rates to cold rolled steel bars as are 
given to merchant bars, on or before October 1, has been ordered 
by the Commission in a report on No. 11139, Texas Carnegie 
Steel Association vs. Baltimore & Ohio, Director-General, et al., 
opinion No. 6962, 62 I. C. C., 253-8, in which the complainant 
alleged that the combination rail-and-water rates on cold-rolled 
or drawn steel bars, bar iron (polished) and shafting, in car- 
loads, from Cumberland, Md., in Atlantic seaboard territory, from 
Beaver Falls and other points adjacent to, but not in seaboard 
territory to Galveston via New York were unreasonable and un- 
duly prejudicial in so far as they exceeded the rates on merchant 
steel from and to the same points, and also violative of the 
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fourth section in that they were higher than the rates con- 
temporaneously over the same route via Galveston to Houston 
and other points in Texas. 

Processes in the steel mills in the making of the different 
kinds of bars, plates and shapes were described by Commissioner 
Hall to show that there are merchant bars more valuable than 
shafting or cold rolled bars, so the difference in value was not 
sufficient justification for a difference in rates. The New York- 
Galveston water component is the one specifically attacked. It 
was and is 19 cents higher on the cold-rolled bars and shafting 
than on the merchant bars. The carriers defended the higher 
rate on the ground that the polished bars, used in making ma- 
chinery shafting and automobile axles, being covered with grease, 
were harder to handle and likely to cause damage to the ships 
by slipping out of the slings; also that bending of the polished 
bars is more serious than the bending of the so-called merchant 
bars. Commissioner Hall said the boat lines, while alleging the 
greater danger in handling the polished bars, had not introduced 
any evidence to show that they. had ever paid any loss and dam- 
age claims on shafting, which were attributable to the greater 
difficulty in handling or the fact that they were bent in transit. 
He called attention to the fact that the railroads make no dis- 
tinction between cold-rolled and other kinds of bars, the cold- 
rolling having the effect of removing the mill scale, increasing 
the density of the steel and in some sizes increasing the value 
materially. He said there were no such differences in transpor- 
tation conditions as to warrant differences in the rates for the 
water part of the transportation. 

In fourth section order No. 7998, the Commission denied 
fourth section relief, as of October 1, forbidding the carriers to 
continue the charging of the higher rates from the territory in 
question to Galveston than from intermediate points. 


RATING ON SHOW OR DISPLAY CASES 


The Commission has dismissed No. 11290, Specialty Display 
Case Company vs. Ann Arbor, Director-General, et al., opinion 
No. 6967, 62 I. C. C. 279-82, holding that the less-than-carload rat- 
ing of double first class on show or display cases, counter or 
floor, within Official Classification territory, is not unreasonable. 

This complaint grew out of the increase, after the Commis- 
sion’s decision in National Commercial Fixture Manufacturers’ 
Association vs. Ann Arbor et al. (40 I. C. C., 484), from first 
class to dolble first class. The Uniform Classification Commit- 
tee proposed three times first class on all show cases, other 
than the small dispay cases, on the ground that it was impossible 
to distinguish between them. The Commission said the small 
display cases should be put back in the description and double 
first class applied to the whole lot. The complainant, a manu- 
facturer at Kendallville, Ind., said that decision resulted in a 
large decrease in its business in the east, especially in the small 
or miniature cases. It tried to obtain a first class rating on them 
in less-than-carload quantities, but the Commission was not con- 
vinced by the record that that should be done. 


RATES ON BANANAS 


The Commission has dismissed No. 11565, Providence Fruit 
& Produce Exchange et al. vs. Director General et al., opinion 
No. 6947, 62 I. C. C. 179-80, holding that the rates on bananas, 
from New York harbor lighterage points to Providence, R. L, 
and Worcester, Mass., had not been shown to be unreasonable 
or otherwise unlawful. The dismissal also covers No. 11565 
(Sub. No. 1), W. H. Blodgett & Co. vs. Same. The rates under 
attack were 43 cents to Providence and 42.5 cents to Worcester. 
The allegation, in substance, was that the rates were unreason- 
able because higher than the applicable third-class rate of 39.5 
cents from Philadelphia and Newark to Providence and Worces- 
ter through New York. The Commission said the routes from 
shipside in New York lighterage points to destinations in ques- 
tion were made arbitraries higher than the third class rate from 
Philadelphia and Newark on account of the greater service from 
the lighterage points in the harbor to Harlem River. After the 
shipments moved the rates from New York lighterage points 


were made the same as the rates from Newark and Philadel- 
phia. 


COAL CAR DISTRIBUTION 


The rule laid down by the Commission in In Re Irregular- 
ities in Mine Ratings (25 I. C. C. 286) for the distribution of 
coal cars to joint-mines—that is, mines having sidetrack con- 
nection with two or more railroads—is to be put into effect by 
the Baltimore & Ohio, Chesapeake & Ohio, Virginian, and other 
railroads in West Virginia, without delay. The Commission, 
in a report on No. 12081, Fairmont & Cleveland Coal Company 
vs. Baltimore & Ohio, opinion No. 6965, 62 I. C. C. 269-75, and 
cases bracketed with it, has held rule 4 in Car Service Circular 
CS-31, Revised, to be unreasonable and unduly prejudicial against 
joint-mines. The rule of the Illinois case, as the Commission 
calls the one in 25 I. C. C., 286, is to be substituted for it. 

No order requiring the carriers to file their car service 
rules as tariff publications has been issued in the matter, 
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although under paragraph 13 of section 1 the Commission has 
authority so to order them. The implication is that if they fail 
promptly to change their car service rules, an order directing 
them to file the rules as tariff publications will be issued. 

In disposing of the cases heard together and disposed of in 
one report the Commission reproduced what it said in the 
Illinois case as to the advantages joint-mines have over mines 
on a single line of railroad and its observation that the ad- 
vantages enumerated are important and that the junction-point 
or joint-mine is entitled to protection in the reasonable enjoy- 
ment of the advantages. 

The condemned rule, adopted by the Railroad Administra- 
tion while the railroads were under one management and 
operated as a single system, says that a joint-mine is not en- 
titled to more than 50 per cent of a supply of cars from each 
railroad, if it is served by two railroads, on days on which it 
calls upon both railroads to supply cars. Under the Illinois 
rule, a joint-mine is entitled to as high as 75 per cent from 
each carrier. For purposes of argument the joint-mine com- 
plainants, in this case, contended that they were entitled to 
100 per cent from each of the two roads involved in a supposi- 
tious case. The Commission, in effect, held that it was entitled 
to not more than 150 per cent, or 75 per cent from each road. 
In disposing of the case, the Commission said: 


Following the views expressed in that case (the Illinois case) 
and upon this record, we find that Rule 4 of Circular CS-31 Revised, 
is unreasonable and unduly prejudicial to joint mines and unduly 
preferential of local mines, to the extent that it limits the aggregate 
orders of the joint mine to 100 per cent of its rating from both roads; 
and that for the future during periods of car shortage defendants 
should distribute cars to the joint mines on their lines here considered 
on the basis outlined in the Illinois case, namely, on days when the 
joint mine orders cars from only one carrier it shall have cars hased 
on its full rating from that carrier, and on days on which it orders 
cars from both carriers its rating on each of such carriers shall be 
75 per cent of its full rating, subject to the limitation that it shall 
on no day be supplied with cars in excess of its maximum rating. 
Information should be exchanged between carriers showing the left- 


over cars in order to prevent some of the abuses which have hereto- 
fore been pointed out. 


Under paragraph 13 of section 1 of the interstate.commerce act 
we are authorized by general or special orders to require all the 
carriers by railroad subject to the act to file with us from time to 
time their rules and regulations with respect to car service, and we 
may in our discretion direct that such rules and regulations be in- 
corporated in the schedules showing rates, fares and charges for 


transportion and be subject to any or all of the provisions of the act 
relating thereo. 


Je have not required that car service rules be filed as tariff 
schedules. We will not in this proceeding direct that the rule which 
we herein find to be reasonable be so filed. We shall expect, how- 
ever, that defendants will promptly amend their car service rules so 


as to conform with our findings and evidence same by filing copies 
thereof with us. 


This report also covers No. 12082, Same vs. Monongahela 
Railway Co., No. 12083, New River Company et al. vs. Virginian; 
and also No. 12084, Same vs. Chesapeake & Ohio. 

Intervention in support of the complaints were filed by 
fourteen companies operating 23 mines in the New River dis- 
trict. The interveners were treated as complainants. Inter- 
vening petitions in opposition to the complaints were filed by 
the Northern West Virginia Coal Operators’ Association on be- 
half of itself and fourteen operators of local mines in the New 
River district. The Fifth and Ninth Districts Coal Bureau and 
the Illinois Coal Traffic Bureau intervened, but the latter took a 
neutral attitude. 

The complaining operators testified that they went to un- 
usual expenses in locating mines where the service of two rail- 
roads could be obtained because they considered it essential to 
the successful operation of their properties that they have con- 
nection with two railroads. The New River Company built a 
number of railroads to assure its mines of connection with two 
lines. One of the complainants had the option of putting in a 
drift operation local to the Virginian or a shaft operation en- 
tailing a 3-mile extension from the Virginian, which would 
permit of a connection with the Chesapeake & Ohio. It chose 
the more expensive operation for no reason other than that it 
would give it connection with two railroads. 

While the report in the case nominally applies only to the 
carriers mentioned in it, it is equivalent to notice to all car- 
riers that the rule in issue in the complaints disposed of in that 
one report, if questioned hereafter, will also be held unlawful 
for joint mines in other parts of the country. Therefore all 
carriers could save themselves trouble by adopting the Illinois 
rule as a substitute for the condemned part of the car service 
circular issued by the Railroad Administration. The revised 
circular was continued in effect on the advice of the Commis- 
sion, given on March 2, 1920. 

The car distribution rules of the Virginian were unlike 
those of the other carriers involved. They were applicable at 
both local and joint mines. They go by the board by reason of 
the report in this case, to be superseded by the rule, as to 
joint mines, laid down in the Illinois case. 


MINIMUM PER CAR CHARGE ON CLAY 


The minimum car charge of $15, established by the Railroad 
Administration, got another jolt by the Commission in its re- 
port, written by Commissioner Aitchison, on No. 11593, Walter 
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S. Dickey vs. Director-General, as agent, opinion No. 6956, 62 
I. C. C. 223-5. It was held unreasonable, in its application to 
clay moving in great quantities from clay pits at Dickey Clay 
Spur, Mo., to Deepwater, Mo., a distance of 4.5 miles, between 
June 25, 1918, and February 20, 1919, over the Kansas City, 
Clinton & Springfield, in cars that would not hold enough to 
enable the complainant to meet the minimum charge at the 
applicable rate of 1.5 cents per 100 pounds. The complainant 
compared the minimum per car charge to the minimum load, 
but Aitchison disagreed with him. He said that while the mini- 
mum charge did not contemplate that a carrier should furnish 
equipment which would enable a shipper to load heavily enough 
to produce the minimum charge at the rate otherwise applicable, 
it appeared in this case that this could have been done but, for 
the condition of the defendant’s road. Dickey asked for larger 
cars, or for permission to raise the sides of those that were fur- 
nished. The Kansas City, Clinton & Springfield would do neither, 
saying that its road was not in condition to haul such heavy 
loads. 

The examiner who made a proposed report on the case was 
reversed by the Commission. The former recommended a hold- 
ing that the minimum charge was not unreasonable. Aitchison’s 
report held that the charge was unreasonable to the extent that 
it exceeded the charges that would have accrued at the rate 
of 1.5 and actual weight. That basis was established by the 
Railroad Administration in February, 1919, not, as the attorney 
for the Railroad Administration contended, as a confession of 
unreasonableness, but as a concession under the peculiar con- 
ditions of the case. 


RATES ON AUTOMOBILE BOARDS 


A finding of unreasonableness, an award of reparation, and 
an order to establish reasonable rates not later than September 
1, on not less than five days’ notice, have been made in No. 11555, 
Chevrolet Motor Company of California vs. A. T. & S. F., Di- 
rector-General, et al.,.opinion No. 6946, 62 I. C. C. 175-8,-as to 
the rates on automobile floor, toe, and running boards, in car- 
loads, from Detroit to Melrose, Calif., within the switching dis- 
trict of Oakland. Twenty-six carloads moving after October 10, 
1917, were involved. 

The Commission found the fourth class rate, governed by 
Western Classification, and the class A rate, governed by the 
Consolidated, on shipments prior and after December 30, 1919, 
unreasonable. The Commission held that the fourth class rates 
on untrimmed boards moving prior to April 1, 1918, were un- 
reasonable to the extent that they exceeded the contempora- 
neous class A rate and minimum; that the fourth class rate, 
minimum, 30,000, charged prior to December 30, 1919, was unrea- 
sonable because and to the extent that it exceeded the contempo- 
raneous class B rate and minimum of 30,000; that the class A 
rate, minimum 36,000, applied after December 30, 1919, was un- 
reasonable because and to the extent that the charge exceeded 
that which would have accrued at the applicable class B rate 
and minimum of 36,000. 

The order requires the application of the class B rate on 
or before September 1, the net effect of the decision being that 
the carriers’ charges on the shipments were one class too high. 


RATES ON CATTLE AND HOGS 


In a report on No. 11240, Wilson & Co., Inc., of Oklahoma 
vs. A. T. & S.-F., Director-General, et al. (see Traffic World, 
July 9, p. 68), opinion No. 6945, 62 I. C. C. 171-4, the Commission 
has condemned as unreasonable, rates on beef cattle and hogs 
from Kansas City, Mo.-Kan., on hogs from Sioux Falls to Okla- 
homa City, awarded reparation and ordered new rates to be 
established on or before September 1 on not less than five days’ 
notice. 

The Commission found that the rates from Kansas City were 
and are unreasonable to the extent that the rates on hogs in 
double-deck cars and on beef exceeded or exceed 25.5 cents prior 
to June 25, 1918, and 32 cents thereafter, for single-line hauls, 
and 28 and 35 cents, respectively, for joint-line hauls; and to the 
extent that the rates on hogs in single-deck cars exceeded or 
may exceed 30 cents prior to June 25, 1918, and 37 cents there- 
after for single-line hauls and 23.5 and 40.5 cents, respectively, 
for joint-line hauls; and that rates from Sioux Falls on hogs in 
single-deck cars should not exceed 59 cents for single-line and 
62.5 cents for joint line hauls, and on hogs’in double-deck cars 
54.5 cents for single-line and 57 cents for joint-line hauls, all 
subject to Ex Parte 74 and to the minima established by the 
Director-General, January 20, 1919. The report also cover No. 
11077, Morris & Co. vs. A. T. & S. F., Director-General, et al. 

Commissioner Daniels concurred in the finding except that 
in his opinion there should have been no award of reparation. 


LUMBER AND FOREST PRODUCTS 


A finding of undue prejudice and an order to remove it not 
later than October 11, on thirty days’ notice, have been made in 
a report on No. 11004, Cameron-Hogg Lumber Co. et al. vs. Port- 
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land Railway, Light & Power Co. et al., opinion No. 6955, 62 
I. C. C. 218-22, as to rates on lumber and other forest products 
from points on the lines of the principal defendant and the 
Willamette Valley Southern Railway, to destinations east of 
Missoula and Rexford, Mont., and McCammon, Ida. The report, 
written by Commission Eastman, said the rates were not un- 
reasonable but that the refusal of the defendant thrunk lines 
to maintain joint rates on the coast group basis, from the points 
of origin in question to the destinations mentioned, while con- 
temporaneously maintaining rates on like traffic on the coast 
group basis to the same destinations from points of origin in 
Washington and Oregon on their own branch lines, on their 
proprietary branch lines, or on their independent connections, 
resulted in undue prejudice. 

The decision is exactly like that made by the Commission 
in Three Lakes Lumber Co. vs. Washington Western, 61 I. C. C. 
408, controlled by the principles enunciated in the Swift and 
Whitewater Lumber cases. The effect of the order will be to re- 
quire the establishment of the coast group basis of rates from 
points of origin on the Portland Railway, which is an independent 
connection, because the trunk lines maintain the coast group basis 
of rates from their own branch lines to the same destinations. 

Commissioner Hall, as in the cases upon which this decision 
is based, dissented. He reiterated his dissenting views at con- 
siderable length, saying that the haul on this traffic from the 
branch lines must be paid for by somebody. “The shippers have 
paid thus far, and we find that they have paid no more than 
is reasonable,” said Mr. Hall. “The trunk lines must pay here- 
after, but they can only pay out of what they earn from reason- 
able charges to the public. In the last analysis what they pay 
is paid by the shipping public. That means that other shippers, 
instead of the shippers on the branch lines, will pay for the haul 
to Portland from the branch line mills.” 

Commissioner Aitchison concurred but said his colleagues 
did not go far enough because they refused to make reparation 
for the damage suffered by the shippers from points on the Port- 
land and Willamette Valley Southern lines. He would have held 
the rates to have been both unreasonable and unduly prejudicial. 


RATES ON ANTHRACITE 


An award of reparation has been made in No. 5265, L. Wert- 
heim Coal & Coke Co. vs. Lehigh Valley, opinion No. 6954, 62 


‘I. C. C, 211-17, on a holding, report on which was written by 


Commissiener Hall, that the rates on anthracite coal from 
points of origin in the Lehigh and Wyoming regions of Penn- 
sylvania to Jersey City, moving on and after October 21, 1910, 
were unreasonable to the extent that they exceeded rates of 
$1.45 per long ton on prepared sizes and $1.35 on smaller sizes. 

That decision follows the one made in the Plymouth Coal 
case, 56 I. C. C. 699, which in itself was based on the Commis- 
sion’s decision in the Anthracite Investigation, 35 I. C. C. 220, in 
which it prescribed the rates to the basis of which the reparation 
in this case is to be made as soon as the complainant complies 
with the rules requiring the furnishing of data to show that it 
really made shipments and paid and bore the charges thereon. 

The complaint alleged undue prejudice by reason of the 
refunds made by the Lehigh Valley’s coal company, amounting 
to 15 cents a ton, the claim being that that amounted to a re- 
fund by the transportation company. The Commission held, 
however, that the complainant had not proved damage under the 
principles laid down in Pennsylvania R. R. Co. vs. International 
Coal Co., 230 U. S., 184, and confined itself to the award of 
reparation growing out of its finding in the Anthracite Investiga- 
tion, that the rates were unreasonable. 


REFUSAL TO ESTABLISH SIDING 


The Commission has dismissed No. 10888, Charles E. 
Schlicher et al. vs. New York Central and Director-General, 
opinion No. 6948, 62 I. C. C. 181-7, holding that the refusal of 
the New York Central to establish a siding and switch connec- 
tion at the coal mine of the complainants near Spangler, Pa., in 
September, 1917, or thereafter was not unreasonable or otherwise 
unlawful. . 

The report, written by Commissioner Aitchison, deals more 
with questions of law than of rates, and, generally speaking, it 
leaves the impression that if the complainants had been more 
careful in making their pleadings and in managing their testi- 
mony, they might have obtained more satisfaction from the de- 
cision of the Commission than it is probably they will obtain. 

The complainants sought reparation in the sum of $50,000 on 
the theory that they lost about that much because the New York 
Central did not carry out an agreement under which it was to 
have built them a sidetrack and connection near Spangler by 
means of which they would have taken out about 100,000 tons of 
high grade by-product coal, for which there was a big demand in 
both Pennsylvania and New York. They asked for reparation 
on the theory that if the New York Central had carried out the 
agreement they would not have sold their lease for $10,000 but 
would have operated the mine and made a profit of about $50,000. 

The New York Central, when the complainants asked for a 
sidetrack, sent them the ordinary form of sidetrack agreement 
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which the complainants accepted. They sent their certified check 
for the amount of money they would be required to pay as their 
share of the cost of building the track and the connections. 

After the acceptance of the sidetrack agreement, on Septem- 
ber 8, 1917, the New York Central declined to carry out the 
agreement “particularly at this time” on the ground of a short- 
age of labor and material, the small amount of coal to be moved, 
and the shortage of cars. 

As to the claim for shortage of cars, the Commission’s re- 
port says, it was shown that there was a good supply of cars on 
the New York Central’s line and that the coal operators were not 
hampered, in that region for want of cars. 

Subsequently to the New York Central’s refusal Ellis L. Orvis 
and the Manufacturers Coal company bought the lease for $10,000. 
On October 03, 1917, the New York Central contracted with the 
coal company, which Orvis had organized to take over the coal 
property, to put in a sidetrack. 

At the hearing the New York Central testified that it had no 
knowledge of the agreement to sell the mine, until October 16. 
The complainants said the New York Central had not notified 
them of the grant of a sidetrack, on plans presented by them, 
else they would not have sold for $10,000. 

The complainant contended that it was undue prejudice for 
the New York Central to refuse them the sidetrack but grant it 
to their vendee. Aitchison said that undue prejudice, ordinarily 
requires prejudice suffered by one party to be a source of positive 
advantage to the one alleged to have been preferred. In this case 
he pointed out that the complainants had disposed of their prop- 
erty, were no longer in the coal-mining business, and therefore 
had no competitive relationship with the Manufacturers Coal 
Company at the time the sidetrack and switch connection were 
furnished by the New York Central. 

Aitchison said the defendant asserted that when it approved 
the siding and switch connection on October 3, 1917, it did so 
under the belief that it was granting the connection to the com- 
plainants. ; 

“If defendant knew with whom it was dealing, as complain- 
ants contend, its conduct, while open to criticism, was not by rea- 
son of its action in subsequently providing the sidetrack in ques- 
tion, in violation of section 3 of the act,” said Aitchison. “Ap- 
parently Mr. Orvis was able to present the situation in such a 
light that he succeeded where complainants had failed.” 

The case, on identically the same pleadings, was put before 
the public service commission of Pennsylvania and the record 
there made was brought before the federal body. 

In that record certain testimony was admitted for the pur- 
pose of showing, as the attorney for the complainant said, the 
length of time it would have taken to install the sidetrack, and 
not to show discrimination. 

Commissioner Aitchison called attention to what he called 
the fact that that testimony, limited, in the way indicated, was 
sought to be used by the complainants, on brief and argument, to 
show undue prejudice, but that they had never sought to amend 
their complaint so as to broaden the issue so as to tender the 
testimony properly to the Commission. Aitchison said that while 
it is not the policy of the Commission to be unduly technical 
in the matter of pleadings, yet its rule of practice on the subject 
clearly made it impossible for the Commission to consider the 
issues except as properly tendered and that the complainants 
could not expect the Commission to award reparation unless the 
basis for the award was as definite and certain as demanded in 
the courts. 

But he said, even if the pleadings had been changed to con- 
form to the testimony offered, there could be no award of dam- 
ages, for lack of proof of damage. He said the selling price of 
$10,000 covered the cost of the mine and cost of operation until 
sold and that damages could not be predicated on the difference 
between the price at which the mine was sold and the price it 
would have brought if equipped with a sidetrack, for the reason 
that the sale of the mine was not a proximate result of the de- 
fendant’s “unlawful conduct.” 

Further discussing the quantum of possible profit, Aitchison 
said the proof did not show how much of the coal would have 


gone out of Pennsylvania and how much would have been sold in © 


that state, or even that the estimated rate of production could 
have been kept up. 


The. complainants alleged that the refusal of the New York 
Central to install a sidetrack was a violation of section 1 because 
facilities for shipment are included in the word transportation, as 
used in section 1. On that point the report says: 


Without deciding that the term “‘transportation’’ is broad enough 
to cover a siding and switch connection as contended by complainant, 
or, if broad enough, that it would be defendant’s duty to furnish 
same upon reasonable request under the circumstances here stated, 
it is sufficient to state that the Congress having undertaken to legis- 
late specifically with regard to private sidetracks and switch connec- 
tions in paragraph 9 of section 1, the specific language there used 
of necessity points the course for complainants to follow. It is 
there made the duty of common carriers to construct, maintain, and 
operate, upon reasonable terms, switch connections with private side- 
tracks which may be constructed to connect with their rails by 
shippers tendering interstate traffic for transportation, where. such 
connection is reasonably practicable, can be put in with safety, and 
will furnish sufficient business to justify its construction and main- 
tenance. Upon failure of the carriers to install and operate such 
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a switch connection upon the shippers’ written application, we may 
make an order for it to comply with the provisions of section 1. But, 
as construed by us in several cases, the shipper must construct his 
sidetrack before the carrier is obliged to grant him the switch con- 
nection. Winters Metallic Paint Co. vs. C. M. & St. P. Ry. Co., 16 
I. C. C., 587. Ralston Townsite Co. vs. M. P. Ry. Co., 22 I. Cc. G., 
354. Virginia Coal & Fuel Co. vs. N. & W. Ry. Co., 55 I. C. G., 61. 
Here complainants had no sidetrack when their application was made. 
Their request was for a sidetrack and switch connection’ both to be 
located on defendant’s right of way. The defendant’s obligation un- 
der paragraph 9 of section 1 extended only to the furnishing of a 


“switch connection,’’ and there was no sidetrack with which to 
connect. 


RATES ON PULPWOOD TO KINGSPORT, TENN. 


A finding of non-justification has been made in I. and S. No. 
1311, pulpwood to Kingsport, Tenn., from South Carolina, opinion 
No. 6966, 62 I. C. C. 277-8. The present rates range from $3.365 
to $4.469 for distances varying from 194 to 417 miles The pro- 
posed rates were from $4.375 to $5.60 per cord. Commissioner 
Hall, in a dissent, said that the proposed rates did not seem 
unreasonable to him. He said that, compared with those pre- 
scribed by the Commission in Bare Paper Co. vs. Director-Gen- 
eral, 57 I. C. C. 329, since increased by 40 per cent in August, 
1920, they were plainly reasonable. 


SWITCHING CHARGES ON LIMESTONE 


The Commission has dismissed No. 11587, Illinois Glass Co. 
vs. Illinois Terminal, Director-General, et al., opinion No. 6969, 
62 I. C. C. 287, holding that the charge for switching carloads 
of ground limestone during federal control within the city of 
Alton, Ill., was not unreasonable. The charge was 40 cents and 
later reduced to 30 cents per ton. 


RATES ON REFUSE, BRICKS, DIRT, ETC. 


A finding of unreasonableness and an award of reparation 
have been made in No. 11579, Pusey & Jones Co. vs. Director- 
General, as agent, opinion No. 6971, 62 I. C. C. 291-2, on account 
of an unreasonable rate of 9 cents per 100 pounds on refuse, 
bricks, dirt, excavated material, flue dust, sand and slag, from 
Midvale, Pa., to Gloucester, N. J., between July 15 and 22, 1918, 
because and to the extent that it exceeded the subsequently 
established commodity rate of $1.10 per net ton. 


LATE DECISIONS 


The Trafic World Washington Bureau 


In No. 11837, Boston Wool Trade Association against the 
Santa Fe, the Commission, July 15, held that existing through 
routes from New Mexico, Texas, Arizona, Nevada and California 
were reasonable and adequate. In times of congestion and car 
shortage, the Commission said, the routes might be temporarily 
inadequate, but it had the power to order new routes in such 
cases, either on application of shippers or on its own initiative, 
without the delay incident to formal hearing, so there was no 
necessity for orders establishing routes tthrough additional junc- 
tions. 

The Commission dismissed No. 11590, Detroit Produce Asso- 
ciation against the Michigan Central, holding that the recon- 
signing charge of two dollars a car is applicable to fresh fruits 
and green vegetables reconsigned within the Detroit switching 
district after the arrival of the car, even if only a change in 
name is made without an additional movement of the car. 


COMMISSION ORDERS 


Petition of the Director-General for rehearing or reargument 
in No. 11219, Sinclair Refining Co. vs. Director-General, A. T. & 
S. F., et al., has been denied. 

Petition of complainant in No. 11485, Birmingham Southern 
Railroad Co. vs. Director General et al., for rehearing and for 
an extension of the effective date of the order entered March 
24, has been denied. 

The order entered March 15 in No. 11009, Southern Hard- 
wood Traffic Assn. et al. vs. Director-General, Abilene & South- 
ern Ry., et al., has been modified so as to permit the Chesa- 
peake & Ohio to establish rates, regulations and practices in 
compliance therewith on or before July 20, upon five days’ notice 
instead of thirty days’ notice. 

Nos. 12766, The Miller Petroleum Co. et al. vs. Director- 
General, A. T. & S. F., et al., and 12706, Amarillo Board of City 
Development vs. Ft. Worth & Denver City et al., have been dis- 
missed at complainant’s request. 

Defendants’ petitions for rehearing in No. 10827, Swift Lum- 
ber Co. vs. Fernwood & Gulf R. R. et al. have been denied. 

The Following complaints have been dismissed at complain- 
ants’ request: 12509, Anaconda Copper Mining Co. vs. Director- 
General, A. T. & S. F. et al.; 12637, Public Service Commis- 
sion of Nevada vs. Southern Pacific; 11718, the Standard Red 
Cedar Chest Co. vs. Alabama Great Southern et al.; 12355, Lake 
Charles Naval Stores Co. vs. Director-General, Alexandria & 
Western et al.; and 12580, Mathieson Alkali Works vs. Director- 
General, Alabama & Vicksburg et al. 

The complaints in Nos. 12611, Alan Wood Iron & Steel Co. 
vs. Director-General, Pennsylvania Railroad et al., and 12356, 
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Corona Coal Co. vs. Director-General, having been satisfied, they 
have been dismissed. 

The complaints in No. 10674, E. I. Du Pont De Nemours & 
Co. vs. Director-General, C. & W. C. et al., and 10674 (Sub-Nos. 
1-8, inclusive), Same vs. Director-General et al., have been dis- 
missed by the Commission. The parties to these proceedings 
agreed that the final decision of the Commission in No. 10043 
should control the disposition of these cases, and, as the Com- 
mission dismissed No. 10043, these cases have accordingly been 
dismissed. 

The Commission has reopened for further hearing No. 11741, 
Corinth Grocery Co. vs. Mobile & Ohio, on the question of the 
reasonableness of the rates involved. 

No. 11172, Rutherford-Brede Co. vs. Director-General, C. B. 
& Q. et al., has been reopened for further consideration. 

The order of the Commission reopening Nos. 9758, South 
St. Joseph Live Stock Exchange vs. C. B. & Q. and Director- 
General, and 9928, Kansas City Live Stock Exchange vs. Same, 
and making additional carriers parties defendant, has been va- 
cated, and the petition for rehearing filed by Omaha Live Stock 
Exchange, intervener, has been denied. 

Armour & Co. have been permitted to intervene in No. 
12743, Swift & Co. vs. A. T. & S. F. et al. 

The Markham Air Rifle Mfg. Co. has been permitted to 
intervene in No. 12739, Daisy Mfg. Co. vs. Alabama & Vicksburg 
et al. 

The West Coast Lumbermen’s Association and various lum- 
ber companies have been permitted to intervene in No. 12744, 
A. C. Dutton Lumber Corporation et al. vs. Director-General, 
Aberdeen & Rockfish, et al. 

Arbuckle Bros., Federal Sugar Refining Co. and Warner 
Sugar Refining Co. have been permitted to intervene in No. 
12807, California and Hawaiian Sugar Refining Corporation et 
al. vs. A. T. & S. F. et al. 

The I. C. R. R., Mo. Pac. R. R., L. & N. R.R., P.C. C. & St. 
LAR CEAERLEA REC ee lL. we. MM. eG. &. 
R. and Sou. Ry. have been permitted to intervene in No. 12711, 
Perry County Coal Corporation et al. vs. East St. Louis & Subur- 
ban Ry. et al. 

The Commerce Club of St. Joseph, Mo., has been permitted 
to intervene in No. 12709, Chamber of Commerce of Grand Island, 
Neb., et al. vs. Aberdeen & Rockfish et al. 

The complaint in No. 12757, Texas Livestock Shippers’ Pro- 
tective League et al. vs. Director-General, St. L. S. W. Ry. of 
T., has been amended by making the Ft. Worth & Denver City 
and other additional parties defendant. 

Complainant’s petition for rehearing in Nos. 8167, Three 
Lakes Lumber Co. et al. vs. Washington Western et al.; 10816, 
Same vs. Director-General, Washington Western et al.; and I. 
and S. 193, joint rates with the Washinhgton Western Railway 
Company, has been denied. 

Docket Nos. 12698, Southern Ohio Coal Exchange vs. C. & O. 
et al., and 12828, Michigan Paper Mills Traffic Assn. vs. Same, 
have been consolidated with No. 12851, in the matter of intra- 
state rates on bituminous coal within the state of Ohio. The 
proceedings will be heard September 12 at Columbus, O. 

Nos. 12661, The National Live Stock Exchange et al. vs. 
Ann Arbor et al., and 12666, The Welch Grape Juice’ Co. vs. A. 
Cc. L. et al., have been dismissed at complainants’ request. 

The Commission has amended its order entered in No. 12085, 
North Dakota rates, fares and charges, so as to permit the 
Midland Continental Railroad to file its tariffs on five days’ 
notice to become effective on or before August 1. The effective 
date named in the original order was June 10. 


VALUATION REPORTS 


The Trafic World Washinjzton Bureau 


Tentative valuation reports on the properties of the West- 
ern Pacific, the Grand Canyon Railway Co., the Riverside, 
Rialto & Pacific, the Wood River Branch Railroad Co., the San 
Joaquin & Eastern and the Central Railroad of Oregon were 
made public by the Commission July 9. 

In the report on the Western Pacific the Commission found 
that, as of June 30, 1914, the final value of total used property 
was $66,730,011, and the final value of total owned property, 
$66,075,947. On the valuation date the company had capital 
stock of $75,000,000; first mortagage bonds of $50,000,000; 
second mortgage bonds of $25,000,000; equipment trust notes 
of $17,800, and non-negotiable debt to affiliated companies, $22,- 
703,112.50, making a total of $172,720,912.50. 

The total used property of the Grand Canyon was valued 
by the Commission as of June 30, 1916, at $1,359,398, and the 
total owned, at $1,179,824. 

In the case of the Riverside, Rialto & Pacific, the Commis- 
sion found that the final value of the total owned property as 
of June 30, 1916, was $332,479 and that of the total used prop- 
erty, $311,488. This road owns but does not use property leased 
to the Pacific Electric Railway Co., which is valued at $20,991. 

The final value of the total owned and used property of the 
Wood River Branch Railroad as of June 30, 1915, was fixed at 
$115,537. 
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The final value of the total owned and used property of the 
San Joaquin & Eastern, as of June 30, 1916, was fixed at $1,- 
148,000. 

The total owned property of the Central Railroad of Ore- 
gon, as of June 30, 1916, was valued at $106,882, and the total 
used property at $114,450. 

Additional tentative valuation reports fixing final values on 
the properties of the Minneapolis & Rainy River Railway Com- 
pany, the Sumpter Valley Railway Company, the Delta Southern 
Railway, and the Woodstock Railway Company were made pub- 
lic by the Commission July 11. 

As of June 30, 1915, the Commission found the final value 
of the property of the Minneapolis & Rainy River, owned and 
used for common carrier purposes, to be $1,250,000. 

As of June 30 1916, the Commission found the final value 
of the property of the Sumpter Valley, owned and used, to be 
$1,829,745. 

As of June 30, 1915, the Commission found the final value 
. the property of the Delta Southern, owned and used, to be 

675,346. 

As of June 30, 1917, the Commission found the final value 
of the property of the Woodstock, owned and used, to be $489,213. 

The Chicago, Terre Haute & Southeastern Railway Company 
has filed with the Commission a protest against the finding in 
a supplemental tentative valuation report fixing the final value 
of the protestant’s property, owned and used, and used but not 
owned, devoted to common carrier purposes, at $20,502,223, as 
of June 30, 1916. The carrier avers that the said value was not 
less than $30,000,000 and should be so found by the Commission. 

It is further alleged that the value found by the Commission 
should not be approved because the manner in which the final 
value was determined was not in accord with the law. The 
carrier further protests “against the making now, or at any time 
hereafter, of a final valuation of its properties as of that date 
(June 30, 1916), because a valuation so made will not now, nor 
at any time hereafter, comply with the provisions of the inter- 
state commerce act or serve any purpose thereunder. All ma- 
terial and labor costs and land values have reached a perma- 
nently higher level than existed on said valuation date of June 
30, 1916, and therefore the costs and values of that date cannot 
now, or at any time hereafter, be used to measure or determine 
the cost of reproduction, or the value of the property, or of any 
part thereof, because such unit prices, costs and land values are 
now obsolete and of no significance in determining the present 
cost of reproducing the property, or the present value thereof.” 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


In the week ended July 2 production of bituminous coal 
amounted to 7,591,000 net tons as against $7,716,000 in the pre- 
ceding week, according to the Geological] Survey’s report under 
date of July 9. The decline was attributed in part to the ap- 
proach of the Fourth of July holiday. 

The number of cars loaded daily in the week ended July 
2 was as follows: June 27, 26,757; June 28, 26,603; June 29, 
25,765; June 30, 25,341; July 1, 22,941; July 2, 16,165. Ne coal 
was loaded on July 4 and only 20,446 cars on July 5. 

In its report under date of July 2 the Survey indicated an 
improvement in coal production which did not materialize. 
Loadings for the week ended June 25 were as follows: June 
20, 25,549; June 21, 25,578; June 22, 25,301; June 23, 24,222; 
June 24, 24,744; June 25, 18,296. 

Receipts of soft coal in New England in April totaled 1,190,- 
000 net tons as against 1,394,000 in April, 1920. 

For the week ended June 26, dumpings of soft coal at lower 
lake ports totaled 1,096,035 tons as compared with 1,116,459 tons 
in the preceding week. The total movement for season up to 
June 26 was 9,115,768 net tons, an increase over 1920 of more 
than five and a half million tons. 

Receipts at the head of the lakes in June amounted to 
2,125,453 tons of soft coal and 192,830 tons of anthracite. 

Reports from two of the three coal exchanges at Hampton 
Roads show that during the week of July 2, dumpings for for- 
eign account were about 75 per cent greater than in the week 
preceding, when 298,569 net tons were dumped for foreign cargo 
and 71,981 tons for bunker. 


H. E. & W. T. BONDS 


Authority has been granted by the Commission to the South- 
ern Pacific to assume liability as guarantor by endorsement in 
respect of the princpal and interest on $364,000 of first mort- 
gage 5 per cent bonds of the Houston, East & West Texas Rail- 
way Company. The Southern Pacific owns 99.95 per cent of the 
stock of the Houston company and in the year 1900 entered into 
an agreement whereby it agreed to guarantee the principal and 
interest of the bonds of the latter company, in consideration of 
the bondholders consenting to the calling of their bonds at 105 
and accrued interest. Since 1900 the Southern Pacific has 
guaranteed $2,636,000 of $3,000,000 of bonds outstanding and 
under the authorization of the Commission will guarantee the 
remaining $364,000 of bonds when presented for that purpose. 
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Tentative Reports of the Commission 





RATES ON WESTERN LIVE STOCK 


Attorney-Examiner Disque, in a tentative report promulgated 
July 14, in Docket 12146, National Live Stock Shippers’ League 
et al. vs. A. T. & S. F. et al., held rates for the interstate trans- 
portation of ordinary live stock in Western and Mountain-Pacific 
groups not to be excessive in the aggregate, from the transporta- 
tion point of view, but unreasonable from an economic point of 
view, because of the depressed condition of the live stock in- 
dustry, and expressed the view that the carriers should favorably 
consider the making of substantial reductions for the benefit of 
the live stock industry and business generally. He pointed out 
that there was no question here of an immediate increase in ton- 
nage by reason of reduced rates, and said that a reduction in 
rates on traffic in general seemed unwarranted at this time The 
American Farm Bureau Federation was an intervener in the 
case, on behalf of its members seeking reduction in live stock 
rates. The case was expedited and was argued before the whole 


Commission July 15. Mr. Disque’s report was substantially as 
follows: 


“The complaint in this case is directed against all carload 
rates on ordinary live stock in the territory embraced by the 
western and Mountain-Pacific groups as defined in Increased 
Rates, 1920, 58 I. C. C., 220. It alleges that the rates are unjust 
and unreasonable. <A readjustment of individual rates is not 
asked, but a blanket reduction is sought based primarily on eco- 
nomic considerations, the contention being that it is impossible 
for the live stock industry to thrive under the present rates and 
that they injure business generally. The rate regulating authori- 
ties of several of the western states intervened practically as 
parties complainant, as did also the Farmers’ Live Stock Market- 
ing Committee of Fifteen. * * * 


“The record establishes that the live stock industry is in a 
very serious condition. The approach of normal conditions has 
struck it with great severity. The financial resources of the 
average stockman are practically exhausted and it is almost im- 
possible for him to obtain relief. Real estate and live stock are 
mortgaged and the banks are loaned up to their capacity. Inter- 
est rates range generally from 8 to 10 per cent, which, inciden- 
tally, are but little above the pre-war figures. The federal re- 
serve banks will not rediscount live stock paper unless it is 
extremely well secured and bears not to exceed a 6 months’ limit. 
Under the circumstances, stockmen are having great difficulty in 
obtaining money for operating expenses and the purchase of new 
stock to replenish their herds. Generally speaking, the banks 
appear to be carrying the stockmen, but in many instances the 
loans have been called and the stock is being sent to market in 
an unsatisfactory condition, and sacrificed in order to raise 
cash. We understand that the Federal Reserve Board is of the 
view that $50,000,000 should be provided for loans to the live 
stock industry. It was stated by one of the principal witnesses 
for the live stock interests that this relief would not go very 
far toward ameliorating the situation. 


“Millions of dollars have been lost within the past year or 
so because of the rapid and severe decline in market prices of 
live stock. Many a stockman has lost his life time savings. 
Large herds of stockers and feeders purchased when prices were 
high have been and are being sold upon maturity at much lower 
figures, causing the loss not only of the difference in price but 
of the expense of feeding and caring for them in the interim when 
the costs of labor and feed were at their peak. The situation in 
the range country is particularly serious. On account of long 
hauls from the far west the freight charge is a more important 
item, especially since the general increases of 1920 resulted in 
much greater increases in cents per 100 pounds in those rates 
than in the rates for short hauls. The people in that part of the 
country have fewer means of livelihood and when the live stock 
industry is in a depressed state the whole section of the country 
is depressed. The collapse of the wool market has left the sheep 
producers of the northwest in bad shape and the drought condi- 
tions there several years ago depleted herds perhaps 20 to 25 
per cent, and put cattle men to a great expense in transferring 
their animals to better lands and greatly handicapped the indus- 
try generally. There is now a severe drought in southwestern 
Texas and southern Arizona and New Mexico. Indications are 
that it will be several years before the industry can get to its 
feet even under favorable conditions. 


“This is the situation today. Speaking of the immediate fu- 
ture, doubtless it will be several months before the process of 
liquidation and deflation will have fully run its course. However, 
the main question as to the future, so far as the condition of the 
industry is concerned, is whether under the present production, 
transportation and marketing costs there can be any appreciable 
Profit in stock raising. If the answer is in the affirmative the 
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stockmen possibly may be expected to work out their own salva- 
tion. 

“The testimony of representative stockmen is to the effect that 
the industry for years past has been conducted on narrow 
margins and has not been very profitable. Unless it was 
extremely profitable before the war, it is difficult to see how 
it can be at all profitable now, even for the man who charges off 
and disregards his war losses and starts anew, for, as we shall 
presently explain in more detail, the costs of production are 
greatly increased as compared with pre-war times, while the sell- 
ing prices of the finished stock are not compensatingly increased. 

“Labor costs, which constitute one of the principal items of 
expense, though considerably below the peak are still much 
greater than before the war, the extent to which they are greater 
depending apparently on the kind of labor, the section of the 
country, and the pre-war period taken as a basis of comparison. 
The cost of food for the labor is also much above the pre-war 
figure. Many leases on grazing lands made several years ago at 
high figures have a year or so yet to run. Stock feeds, such as 
corn, alfalfa and cottonseed meal, especially when drawn from 
distant points, cost considerably more than formerly. Mainte- 
nance costs and taxes have greatly increased. Charges made by 
commission men for selling the stock on the markets are greatly 
increased, in many cases doubled as compared with the prewar 
times; they constitute a considerable item of expense, generally 
ranging from $12 to $24 per car, depending upon the marketing 
point, the kind of stock and whether loaded in single or double 
deck cars. Only a few houses have reduced their commissions 
since the war. Shippers must pay the carriers $1 per car for 
bedding and $2.50 per car for disinfecting, which charges were not 
formerly made. Feeding in transit costs and charges for switch- 
ing, yardage, unloading, etc., at terminals are substantially in- 
creased. In addition to all these is the substantial increase in 
freight rates, which is a very material item. For hauls up to 
perhaps 400 or 500 miles the increases under General Order No. 
28 and Ex Parte 74 result in rates about 68 per cent higher than 
those in effect before the war. For greater hauls, owing to the 
fact that the percentage increases made by the Director General 
were held to certain maxima, the increases were less severe, but 
in general exceeded 50 per cnt. It should also be stated that 
there were a number of readjustments during federal control 
which, in connection with the general percentage increases, 
yielded total increases of as much as 100 per cent. There is also 
the 3 per cent war tax. 

“The market prices of live stock are near the prewar levels. 
It is difficult to state the situation exactly, however, owing to 
the fluctuations from day to day, and the comparisons of course 
vary according to the prewar and post-war periods used in 
arriving at average figures. It will be seen from the following 
tables that on beef and hogs the present prices are somewhat 
above those prevailing during the period from 1910 to 
wi: + = 

“It is apparent that the increases in prices, particularly as to 
cattle, hogs and sheep, do not measure up to the increases in 
expenses of producing and marketing, and the indications are 
that as a general rule the live stock grower at best is not re- 
ceiving, and will not receive if present production and marketing 
costs and selling prices continue, anything more than a nominal 
return over and above out-of-pocket costs, to say nothing of in- 
terest on investment and an allowance representing a salary for 
the farm or ranch owner-manager. 

“The present relatively low prices may be due largely to a 
possible oversupply on the market. The heavy production that 
was maintained when prices were high and when the industry 
was more profitable than now is finding its way to market and 
in many cases is being sold prematurely to raise cash with which 
to meet obligations. The comparatively light export demand, 
due to Europe’s financial condition, the credit situation and the 
high rates of exchange, probably has also contributed to depress 
prices. There has been a considerable influx of wool and frozen 
mutton from Australia and New Zealand and of frozen beef from 
Argentina and other South American countries. Thus it appears 
that a world-wide liquidation is in progress, and that this country 
is somewhat of a dumping ground, while at the same time there 
is reduced demand for meats on the part of the public, due not 
only to the high retail prices that are being exacted in the face 
of the average consumer’s reduced purchasing power, but also 
to the fact that the American diet is becoming more largely vege- 
tarian. Possibly a failure of the packers to operate at what they 
consider reasonable profit, due to the present difficulty of dis- 
posing of by-products to advantage, has a depressing effect on 
their bids for live stock. 

“The present rates discourage and to an extent actually pre- 
vent the free interchange of cattle among ranchmen; that is, 
their transfer from range to range, thus reducing railroad traffic. 
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It is often cheaper to trail cattle overland for considerable dis- 
tances than to ship. For distances of as much as 50 to 75 miles 
a large amount of stock is carried to market in motor trucks. 
Future traffic is also threatened. Ranches are being depleted 
through the failure of the farmers to obtain the necessary cash 
with which to buy new stock and because of discouragement with 
present conditions and poor prospects of later prosperity. Many 
have discontinued the raising of live stock and many more are 
expecting to do likewise. Some are continuing the business only 
because they have to as a practical proposition, for they cannot, 
any more than men in other industries, suddenly cease opera- 
tions and later resume successfully on a normal scale. Several 
years are required to develop a herd of breeding cattle. In the 
meantime, if production is substantially reduced, the consuming 
public would likely suffer exorbitant prices. Stockmen must hold 
their organizations together. Some are continuing only to keep 
their farms fertilized by droppings from the cattle. Stock that 
should be sent to market is for various reasons being held back, 
and stock that should be held until further matured is being sold 
at whatever it will bring. When animals die they are often not 
skinned because the hides do not bring enough after payment 
of the freight to justify the expense. Hay is rotting in the fields 
because stockmen cannot pay the price necessary to get it de- 
livered. These things are being forced by the abnormal condi- 
tions. They do not contribute to the welfare of the industry nor 
to the economic health of the nation. 


“Stockmen deem to be doing all they possibly can to help 
themselves, but think that they have about reached their limit. 
Freight charges are the only item, aside from commission 
charges, which is at its peak, and complainants contend that a 
reduction therein is now in order. They urge that the public 
good demands that action be quickly taken to relieve the situa- 
tion. Many factors have contributed to the present distress, 
but the freight rate burden is one which, in their opinion, can 
and should be lifted. Complainants point out that the value of 
live stock is far below what it was when Ex Parte 74 was heard 
and that the value of the commodity is one of the important 
considerations in rate-making; also that the value of the service 
to the shipper and what the traffic can bear are generally given 
careful consideration and may sometimes take precedence over 
revenue considerations. In this connection attention is called 
to what was said in Ex Parte 74, at page 243: 


It would be desirable, if it were possible, to determine definitely 
the commodities, the sections of the country, and even the individual 
rates which can best bear the burden of increases, and the relation- 
ships of the rates and differentials which will be disturbed by a per- 
centage increase. This is precluded by the necessity of prompt action 
upon the main issues presented. 


“As the stock matures most of it, as a practical matter, 
must be sent to market and disposed of, and it appears that 
therefore the freight rates have not so far appresably reduced 
the movement. If they have, the effect has probably been offset 
by the heavy movement occasioned by the liquidation. It may 
be said in this connection that while there has been some falling 
off in the traffic since the peak years of 1918 and 1919, the 
movement for 1921, judging by the figures for the first four or 
five months, promises to equal or exceed that prior to the war. 
It should be remembered that the reduction in rates is not sought 
on the ground that it would substantially increase the present 
movement, but on the theory that it would stimulate the in- 
dustry, enable it to more quickly recoup its losses, help save it 
from ruin, and preserve it as a future and continuing source of 
traffic for the carriers; also, by giving the stockmen some pur- 
chasing power, tending to hasten the restoration of normal con- 
ditions generally. The desired benefit to the industry might be 
accomplished if substantially increased prices for live stock 
could wisely be fixed by law. Possibly, when the present period 
of liquidation has spent itself and production is reduced higher 
prices will come about naturally. 


“Evidence was offered by defendants as to their serious 
financial condition. The railroad situation is a matter of com- 
mon knowledge and need not be considered here. Suffice it to 
say that the evidence is calculated to establish that the carriers, 
like the live stock industry, are in a bad way, and that they 
are in no position to make extensive reductions in rates. De- 
fendants roughly estimate, on the basis of 1919 traffic, that the 
reductions sought would cost them about $34,000,000. Complain- 
ants perhaps would have us regard this amount as defendants’ 
just contribution toward an earlier return of normal conditions. 
If only the Ex Parte 74 increases were taken off the loss would 
be about $22,500,000. These estimates may be slightly excessive 
as applied to 1921, for the reason that the 1919 tonnage was 
somewhat greater than the 1921 tonnage promises to be. 


“The carriers say that if there is any commodity which 
should be excepted from a reduction in rates it is live stock. 
They have offered what they regard as the most comprehensive 
and convincing evidence ever submitted in a live stock case. 
That the rates, in the aggregate, are not excessive from a strictly 
transportation standpoint is so abundantly shown that it is not 
deemed necessary to do more than state the ultimate facts. The 
evidence establishes beyond any question of doubt that the pres- 
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ent rates contribute to the revenues of the carriers in less pro- 
portion than do most other commodities of importance. In other 
words, judging them by the usually recognized standards em- 
ployed in rate cases, they are relatively low for the service per- 
formed. Live stock rates have not been increased as much in 
the last 10 years as most other rates. On account of the light 
loading, a condition that owing to the inherent nature of the 
traffic probably can not be remedied, the car-mile earnings are 
far below what they are on most other important commodities. 
From the tables appearing below, showing the situation as to 
several of the principal lines for the year 1920, except as noted, 
some idea may be gained as to how the car- -mile earnings on 
live stock compare with those on other commodities; * * 


“It will be noted that hay is the only commodity shown as 
to which the car-mile earnings are as low as or lower than on 
live stock. Among other things it may be added that on the 
Chicago & North Western, for instance, 12.9 per cent of the en- 
tire 1920 carload freight traffic, as measured by car miles, was 
live stock, but it yielded but 7.9 per cent of the total carload 
revenue. The transportation of live stock entails many items 
of expense that are not encountered in handling other traffic. 
Loss and damage claims are unusually heavy. Special facilities 
must be provided for loading and special and expedited service 
afforded, which results in expensive delays to other traffic. Care- 
takers are carried free. Most of the cars are handled empty in 
one direction; the opposite is true as to most other traffic. As 
the incidents and peculiar characteristics of the traffic have been 
fully considered in the previous cases above cited, it would be 
useless to further detail them here. Moreover, as above stated, 
except for the general increases made by the Director-Gneral and 
those authorized by us in Ex Parte 74, the rates are for the 
most part those that were fixed in the previous cases. 


“Although the rates are not excessive when judged from 
a strictly transportation standpoint, should they nevertheless be 
substantially reduced to assist in tiding the live stock industry 
over its present period of adversity and to hasten a return of 
normal conditions and business prosperity? We have no hesi- 
tancy in saying that our judgment is that they should. In other 
words, it is our view that the rates are unreasonable from an 
economic standpoint. It is not every line of business that would 
be materially helped by a reduction in the freight rates in which 
it is interested, but here is one which would be, because the cost 
of getting its commodity to market is a very substantial item 
of expense, and what it would save by the reduction sought 
would go far toward relieving the unusually strained condition. 
Common carriers may be public servants only in the perform- 
ance of transportation services, and not in the sense that legally 
they are duty bound at their own expense voluntarily to work 
for the economic welfare of the country, but perhaps we may 
look to them in the first instance for remedial action, notwith- 
standing the position they have taken in this case. It is our 
view that in the long run a substantial reduction would rebound 
to their advantage. Defendants fear that if they make a reduc- 
tion on one commodity the same thing will be demanded on 
many others, and that if they yield, most of them will shortly 
be found in bankruptcy, for it is heavy moving traffic from 
which the carriers make their principal revenue, on which re 
ductions are sought. We cannot believe, however, that the coun- 
try will allow such a thing to come to pass as a general condi- 
tion of receiverships. We think that the carriers, in the public 
interest, guided by the economic necessity of balancing costs 
and prices as a condition precedent to a sound business basis, 
should favorably consider the matter of eliminating, for the most 
part, temporarily at least, and especially for the longer hauls, 
the increases in live stock rates made following Ex Parte 74. 
Congress, in the transportation act, 1920, and this commission 
in administering it, have followed a liberal policy toward the 
carriers, and the carriers may well be expected to reciprocate. 
This is no time for individuals to strive with their maximum 
energy for their own interests regardless of others, but a period 
for equalization of burdens. 


“If this case had arisen under the old act, we might have 
had some hesitancy in expressing ourselves as we have in this 
case, but in the present emergency and in view of all the cir- 
cumstances and conditions that preceded and surrounded the 
consideration and enactment of the transportation act, it is felt 
that there is no impropriety in our action here. This expres- 
sion is not to be taken as any indication of what course we 
may pursue as to some other commodity. A reduction in rates 
on traffic in general seems unwarranted at this time and in 
our view no adequately compensating benefit would be thus 
achieved. However, the rates on certain commodities are stifling 
industry, and should be reduced. Rates should be made to meet 
economic requirements. If the carriers cannot live on rates 
that will permit industry to thrive, special measures may have 
to be adopted to maintain and preserve the efficiency of our 
transportation system. 


“Defendants question our power to require a reduction in 
rates under the circumstances here presented. In this connec- 
tion we may call attention to the fact that paragraph (2) of Sect. 
15a of the act, which requires us to fix rates to yield the pre- 
scribed return on the estimated value of the carriers’ proper- 
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ties devoted to the service of transportation, contains the follow- 
ing proviso: 


Provided, That the Commission shall have reasonable latitude 
to modify or adjust any particular rate which it may find to be un- 
just and unreasonable, and to prescribe different rates for different 
sections of the country. 


“The words ‘unjust and unreasonable’ may have a new and 
larger Meaning. In any event it is evident that Congress 
realized that blanket increases applied to traffic generally might 
be wholly unsuited to certain individual commodities. Moreover, 
it is axiomatic that all commodities cannot be expected to yield 
the same degree of profit.” 


RATE ON COTTON YARN 


A finding that an any-quantity rule 25 class rate of 25.5 
cents applied on cotton yarns from New Bedford Wharf, Mass., 
to Pier 40, North River, N. Y., during federal control, was un- 
reasonable and unduly prejudicial to the extent that it exceeded 
a commodity rate of 15 cents, is proposed by Examiner F. E. 
Early in a tentative report in No. 12034, New Bedford Board of 
Commerce et al. vs. Director-General as agent. Reparation 
should be awarded down to the basis of the 15-cent rate, the 
examiner says. The shipments involved moved entirely by 
water during the period, April 16, 1918, to May 5, 1918. in ves- 
sels of the New England Steamship Company, which was un- 
der federal control. The commodity rate of 15 cents was made 
effective May 6, 1918. Neither of the rates involved were filed 
with the Commission and the defendant questioned the juris- 
diction of the Commission to award reparation on shipments 
handled at port-to-port rates not filed with it. The examiner 
holds that under section 206(c) of the transportation act it is 
the Commission’s duty to entertain complaints seasonably filed 
praying for reparation on account of charges collected by or 
through the President. 


RATES TO PHOENIX, ARIZ. 


Examiner Richard T. Eddy has recommended the dismissal 
of No. 11747, Melezer & Company et al. vs. Arizona Eastern, Di- 
rector-General, et al., except that part of it which relates to the 
rates on fruits and vegetables from Los Angeles group points 
to Phoenix. As to them, he recommends that the Commission 
find, following its decision in Murray & Layne Company vs. 
Southern Pacific (59 I. C. C. 552) that the commodity rates of 
77.5 cents and 97 cents in effect prior to and subsequent to 
June 25, 1918, were unjust and unreasonable to the extent that 
they exceeded the contemporaneously applicable Class C rates 
of 55 and 69 cents. With regard to reparation Eddy said that 
shipments delivered prior to April 3, 1916, were barred by the 
statute of limitations. He recommended an award of repara- 
tion on shipments delivered since that day. 

The complaint alleged that the rates to Phoenix, Ariz., on 
coffee and rice from San Francisco group points,.on canned 
salmon from North Pacific coast points, sugar from California 
points of production, cereal beverages from Los Angeles, and 
apples from Watsonville, Cal., Good River, Ore., and Yakima, 
Wash., were unreasonable. Eddy said that the Commission 
should hold to the contrary, and in support of his recommenda- 
tion he reviewed a large number of cases which have hereto- 
fore been disposed of by the Commission. 


RATES ON BALED STRAW 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Leo J. Flynn, in a report 
on No. 12040, American Box Board Company vs. Grand Trunk 
of Canada, Director-General, et al., as to rates on and shipments 
of baled straw from points in Indiana and Michigan to Grand 
Rapids, Mich., from January 1, 1917, to December 13, 1919, and 
during the period of federal control. The allegation was that 
they were unreasonable, unjustly discriminatory, and unduly 
prejudicial to the extent that they exceeded the subsequently 
established commodity rates. 

At the hearing the complainant asked that the shipments 
mentioned in the complaint as having been made prior to the 
beginning of federal control be stricken from the petition be- 
cause the Commission, in an order on its special docket, had 
ordered reparation. Objection was made by the Director-Gen- 
eral. The examiner, in effect, said that reparation could be 
ordered only on the testimony as to shipments submitted in this 
case. Inasmuch as no evidence was offered by the complainant 
on shipments moving prior to federal control, no action could 
be taken on them. The motion to strike them was not really 
aia if the complainant was willing to stand on the prior 
order. 

Fifth class, the rating given baled straw in Official Classifi- 
cation, was assessed on the shipments in question, which were 
made to replenish the stock of the complainant, prior to the 
establishment of the commodity rates, so as to enable the com- 
Plainant to keep its mill in operation. Some commodity rates 


Were established as early as May, 1918, and others not until 
ater, 
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The commodity rates to which basis reparation is to be 
made were established by the Railroad Administration by means 
of freight rate authorities which said that the rates to be estab- 
lished were on the basis applicable generally throughout the 
central territory. The railroads claimed that they were on too 
low a basis, as shown by the fact that the per car revenue on 
baled straw was much less than on other articles also rated 
fifth class, which load comparatively light—as, for instance, 
apples, beans, hay, potatoes and sugar, although the latter loads 
light only because the minima, until a short time ago, were low. 


RATE ON COTTONSEED CAKE 


Examiner C. I. Kephart, in a tentative report in No. 12139, 
American Agricultural Chemical Co. vs. Director-General, as 
agent, recommends a denial of reparation on a holding that a 
rate of $5.60 per ton on cottonseed cake from Savannah, Ga., to 
Alexandria, Va., the shipments moving over the Southern in 
January, 1918, was not unreasonable but that there was an 
overcharge of 50 cents a ton which should be refunded. A rate 
of $6.10 per ton was assessed but the legally applicable rate 
was $5.60, the examiner says. Contemporaneously, there was 
in effect on this traffic a rate of $4 made up of $2.80 over the 
Southern from Savannah to Richmond, Va., and $1.20 over the 
Richmond, Fredericksburg & Potomac beyond, Southern deliv- 
ery. The examiner says Southern routing alone was named in 
the bills of lading, due to an error of the consignor, but that 
the complainant contends that it should have been accorded the 
lower rate applicable over the other route mentioned because 
of unified and co-ordinated federal control and operation of the 
railroads, also that its plant is situated on Southern rails. Sub- 
sequently the Southern established a specific commodity rate 
of $4 via the route the shipments moved. The examiner says 
the Commission has repeatedly held that a shipper is not en- 
titled to reparation solely because there was a lower rate in 
effect via some other route and that also the subsequent re- 
duction of the rate to meet competition is not ground for grant- 
ing of reparation. 


PULP AND PAPER MACHINERY 


Attorney-examiner Charles F. Gerry has recommended the 
dismissal of No. 12389, Crown Willamette Paper Company vs. 
New York Central, Director-General, et al., on a holding that 
rates on wood puip and paper-making machinery from defined 
territory east of the Missouri River to Camas, Wash., and West 
Linn, Ore., had not been shown to be unreasonable, unjust or 
unduly prejudicial. 

The attack was on class A rating, applied to wood pulp and 
paper-making machinery, as unreasonable and unduly prejudicial 
because and to the extent that the resulting class rates exceeded 
the lower commodity rates given to electrical, iron-working, min- 
ing, smelting and sugar-making machinery from the same points 
of origin to the same destinations. The machinery in question 
moved from points in Wisconsin, New York, Massachusetts, New 
Hampshire, Ohio, Connecticut, New Jersey and Pennsylvania. 
The attack involved rates on that kind of machinery from the 
four easternmost of the westbound transcontinental groups of 
origin. The rates applied on boilers, dynamos, turbines, genera- 
tors, water sheaves, dryers, rolls and other parts of wood pulp 
and paper-making machinery. 

Contention was made that the difference in rates was based 
solely upon the fact that the machinery was to be used in the 
making of a different product from that to be turned out of 
mines, smelters and sugar-producing factories. 

On behalf of the defendants it was contended that the com- 
modity rates on the machinery used in the mines, smelters and 
sugar factories were made low so as to encourage the industries 
in which they are employed and that the rates on sugar-making 
machinery were never applied west of the Cascade mountains. 

The commodity rates on machinery and machines, in general, 
were canceled when the readjustment of rates was made as a 
result of the disappearance of competition through the canal. 
The complainant said it would have had no complaint if, at that 
time the mining, smelting and sugar-machinery commodity rates 
had also been canceled. It admitted there is no competition be- 
tween the products of the different plants, but if the justifica- 
tion for the advance of the general machinery list was the dis- 
appearance of water competition, it submitted that that fact 
should also have been allowed to have its effect on all kinds of 
machinery. 


ELECTRIC LINE THROUGH RATES 


A recommendation that the Commission find the complain- 
ant in No. 11980, Michigan Railroad Company vs. Pere Marquette 
et al., is engaged in the general transportation of freight, and 
therefore is entitled to through routes and joint rate arrange- 
ments, has been made by Examiner John H. Howell. His recom- 
mendation is that an order be issued under section 15, requiring 
the steam line defendants to make through route and joint 
rate arrangements with the complaining electric line system, 
except where such through route and joint rate arrangements 
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will result in short hauling the steam line connections, which 
are the Pere Marquette; New York Central; Grand Rapids & 
Indiana; Chicago, Kalamazoo & Saginaw; Michigan Central, and 
Grand Trunk. 

Practically all the steam roads in the United States are 
named as defendants. The complaining road operates 161 miles 
of electric railroads in Michigan. It has some through route 
and joint rate arrangements as the successor to the Michigan 
Central, which sold its Allegan-Battle Creek branch to the 
electric line. The electric road asked joint rates for its Sauga- 
tuck-Grand Rapids and Grand Rapids-Kalamazoo divisions and 
its Flint-Bay City division, between Mount Morris and Bridge- 
port. 

Examiner Howell said the only questions presented were 
whether the railroad was engaged in the general transporta- 
tion of freight and whether any of the arrangements requested 
would short haul the steam lines. His recommendation as to 
the first question has been set forth, being based on the fact 
that about one-fourth of its gross revenue is derived from freight. 
It has eleven electric locomotives and sixty cars interchange- 
able with steam lines. It is willing to increase that number 
of cars if accorded through route and joint rate arrangements. 
It makes reports to the Commission, keeps its accounts accord- 
ing to its rules and is a member of the various steam railroad 
bureaus, including that for the safe transportation of explosives 
and other dangerous articles. 

The steam lines pointed out that part of the electric system 
operates under a charter that limits its freight business to the 
hauling of farm produce, garden truck, milk, merchandise and 
“other like freight.” Howell said that the test was not a tech- 
nical construction of a charter but the character of the business 
really done. 

Howell said that of a through route from and to Vriesland, 
Forest Grove and Jamestown via Montieth would not be justi- 
fied as it would have the effect of short-hauling the Grand Rapids 
& Indiana. He also mentioned several other through routes that 
would not, for one reason or another, be practicable and then 
recommended the establishment of the following: Between 
Saugatuck, via Holand, and the interstate points from and to 
which through routes are at present maintained in connection 
with complainant’s Allegan-Battle Creek division; between 
Frankenmuth, via Bridgeport, on carload traffic only, and the 
interstate points before referred to, because the electric line 
has not facilities for the transfer of L. C. L. traffic at Franken- 
muth; between Vriesland, Forest Grove and Jamestown, via 
Grand Rapids and Battle Creek, and the interstate points before 
referred to, except such as would be more directly reached by 
way of Holland. 

The examiner said that the interstate destinations to and 
from which joint rates are to be established were not shown 
in the record, but for the shorter interstate hauls, he said, 
slightly higher rates might be fixed in view of the somewhat 
greater service to be rendered by the proposed routes, so that 
the amount of money received might be large enough to divide. 
The record, he said, did not show what the divisions of the rates 
should be but that if the carriers had any trouble in agreeing, 
they might come to the Commission. 


FIRST PIPE LINE RATE CASE 


In a tentative report on No. 11512, Brundred Brothers vs. 
Prairie Pipe Line Company et al., the first case involving the 
rates of a pipe line company ever before the Commission, Exam- 
iner John B. Keeler has recommended a holding that the mini- 
mum of 100,000 barrels, on shipments from the midcontinent 
field to Franklin and Lacey stations, Pa., was unreasonable be- 
cause and to the extent that it exceeded 10,000 barrels. He rec- 
ommended a holding that the rates for the transportation had 
not been shown to be unreasonable, even if the operations of 
the defendants in years prior to the imposition of income and 
excess profits taxes were exceedingly profitable, the rates of 
return running as high as 46 per cent in 1915 and as high as 
20 per cent in 1919. 

“Where, as here, only individual rates are assailed,” said 
Keeler, “the fact that, in the past, defendants’ operations have 
been profitable, is not of controlling importance.” In support of 
that conclusion he cited Bridgeman, Russell Company vs. V. L. G. 
Corporation, 61 I. C. C. 260. He added that it did not appear 
there had ever been a shipment of a single drop of oil from 
the midcontinent field to Lacey Station, and that the gallonage 
shipped to Franklin was small, in comparison with the total 
business of the Prairie and its connections in forming the 
through route from Kansas and Oklahoma to the Pennsylvania 
refineries. 

The lines constituting the through route are what are com- 
monly called Standard properties; that is to say, they are closely 
affiliated with the various Standard oil companies, while the 
complaining firm are producers, purchasers and refiners not 
affiliated with the Standard companies. The defendants put 
into the record the rates charged by the Sinclair Pipe Line Com- 
pany from midcontinent and Texas points of origin to East Chi- 
cago, to show that they are higher than the rates of the Prairie 
to Whiting, Ind., the distances being practically the same. The 
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Sinclair is not affiliated with the Standard, so the comparison 
is free from the challenge of identity of financial interest. 

Based on the prices prevailing at the time of the hearing, 
Keeler said the 100,000-barrel minimum required the shipper to 
have an investment of $450,000 in tanks and oil before being 
able to require the pipe line companies to transport. He said 
that even if the transportation was of current production, that 
amount of capital would have to be tied up in a reserve of oil 
ready for shipment. He called attention to the fact that among 
those who objected to a reduced minimum were producers who 
were not shippers because they sell their oil, before tender for 
shipment, to the Prairie Oil & Gas Company, which is controlled 
by the same interests that control the pipe line company. That 
oil and gas company, Keeler said, shipped approximately 90 per 
cent of the oil transported by the Prairie Pipe Line Company in 
the five-year period preceding the hearing. 

The minimum, in addition to requiring a capital investment 
of $450,000 in tanks and oil, would call for the prepayment, if 
demanded, of freight bills, from the midcontinent field, to Frank- 
lin and Lacey Station, of $93,750 and $99,000, respectively. 

The Prairie said the minimum rule was necessary to save 
itself from loss in extending its line to new production. Keeler 
said that that was not convincing. He said the fact that 100,000 
barrels were available for shipment would not assure extension 
of the line. He said the determining factor seemed to be 
whether there was reason to believe the extension would be 
profitable. Keeler said that if assurance against loss in making 
new extensions was necessary, it might be obtained by means 
other than the minimum rule. Another reason for the minimum 
rule, advanced by the pipe line companies, was that running of 
a smaller amount would require closer supervision to assure 
that no more than the amount specified would be let into the 
pipes. Keeler said that while a smaller minimum might require 
closer surveillance of the receipt of oil, the contention of the 
pipe line companies that it would be impracticable to receive 
the oil in smaller tenders was not persuasive. 

With regard to the mixing of different grades of oil, which 
the pipe lines said would be increased if smaller lots were ac- 
cepted, Keeler said that as a matter of fact smaller lots are now 
accepted and that, as a practical matter, reduction in the mini- 
mum would not require any radical changes in the operating prac- 
tices of the carriers. 

“But if operating changes or even some changes in the 
arrangement of the pipes themselves are necessary, that should 
not deter the Commission from ordering a reduction in the mini- 
mum and thereby requiring these defendants to function as com- 
mon carriers in fact as well as in name,” said the examiner. 

Commenting on the fact that some producers opposed the 
reduction of the minimum because that would invite irrespon- 
sible brokers into a field, Keeler said it is not one of the func- 
tions of a common carrier to protect the unwary from the 
irresponsible or unscrupulous and, where such protection is 
afforded through a rule which deprives legitimate shippers of the 
privilege of using their facilities, the rule cannot be sanctioned. 

In discussing the contention of Mark L. Requa, former gen- 
eral director of the oil division of the Fuel Administration, now 
an official of the Sinclair company, that, from an economic stand- 
point the refining of oil should be confined to the larger refin- 
eries, because they can extract the maximum of usable products 
from the oil, Keeler said that “while the Commission, in dealing 
with questions of the character here presented, must give careful 
consideration to the interests of the general public as well as 
those of the litigating parties, there is nothing of record in this 
case to justify the conclusion that a reduction of the minimum 
will react to public prejudice.” 


RATE ON COCOANUT OIL 


Attorney-Examiner M. A. Pattison, in a report on No. 12211, 
Haskins Brother & Co. vs. Director-General, as agent, et al., has 
recommended dismissal on a holding that a rate of $1.125 on 
imported and domestic shipments of cocoanut oil, in tank cars, 
from Berkeley and San Francisco to St. Paul, in the period from 
July 1, 1918, to June 28, 1919, was not unreasonable or unduly 
prejudicial. 





RATES ON APPLES AND POTATOES 


Dismissal of the complaint in No. 11783, Traffic Bureau of 
the Douglas Chamber of Commerce and Mines et al., vs. Di- 
rector-General, as agent, Arizona Eastern et al., is recommended 
by Examiner Richard T. Eddy on a proposed finding that rates 
on apples and potatoes from points of origin in the Pacific 
northwest to Bisbee, Douglas and Nogales, Ariz., have not been 
shown to have been or to be unreasonable, unjustly discrimi- 
natory or unduly prejudicial. 


PRINTING PAPER FOR EXPORT 


Dismissal has been recommended by Attorney-Examiner 
M. A. Pattison in a report on No. 12268, Ault & Wiborg Company 
vs. Louisville & Nashville et al., on a holding that the rates on 
printing paper from Hamilton, O., to Mobile, for export, between 
January 28 and February 20, 1920, were not unreasonable or un- 
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duly prejudicial. The fifth class rate of 39 cents was imposed. 
The complainant asked for reparation down to the basis of 31 
cents, which it thought was in effect. The examiner said that 
on February 5, 1920, printing paper became subject to Southern 
Classification exceptions, which made the sixth class rate of 
32.5 cents applicable and that therefore five of the shipments 
were overcharged 6.5 cents per 100 pounds, which they should 
refund. 


RATES ON STRAW TO MT. CARMEL, ILL. 

Examiner Frank E. Mullen, in a report on No. 11656, United 
Paperboard Company, Inc., vs. Southern and Director-General, as 
agent, has recommended a finding that the minimum charge of 
$15 per car, imposed on shipments of straw from Belmont and 
Merriam, Ill., and from Princeton, Ind., to Mt. Carmel, IIl., be- 
tween August, 1918, and October, 1919, was unreasonable, and 
an award of reparation. He thinks the Commission should hold 
the charge unreasonable to the extent that it exceeded 5 cents 
per 100 pounds from Belmont and 5.5 cents from Merriam and 
Princeton at the actual weight, subject to the carload minimum 
at the time of the shipments. The rates to which reparation is 
to be made were made effective from Belmont and Merriam 
February 15, 1919, at a minimum of 20,000 pounds. No change 
was made from Princeton, but under the Ex Parte No. 74 permis- 
sion the rate from that. point came up 7.5 cents and on the 20,000 
minimum, the charge came up to $15, the minimum charge under 
attack. 


SAND, IRVING TO JAMES CITY 

An award of reparation is recommended by Attorney-Exam- 
iner William B. Hunter in a tentative report in No. 11686, Ameri- 
can Plate Glass Co. vs. Director General, as agent, Pennsyl- 
vania et al., on a finding that a rate of $2.48 per net ton charged 
on sand from Irving, N. Y., to James City, Pa., was unreasonable 
to the extent that it exceeded 7.8 cents per 100 Ibs., a rate that 
was contemporaneously in effect from Irving to James City via 
the N. Y. C. to Erie, Pa., the Pennsylvania to Kane, Pa., and the 
Kane & Elk to James City. 


FRESH MEATS, CHICAGO TO GARY 


An award of reparation is recommended by Examiner M. G. 
de Quevedo in a tentative report in No. 12046, Armour & Co. vs. 
Wabash, Director General, as agent, et al., on a finding that a 
rate on fresh meats, in straight or mixed carloads, from Chicago, 
Ill., to Gary, Ind., moving between January 1, 1918, to March 15, 
1919, was unreasonable. A commodity rate of 30 cents was ap- 
plicable on the shipments, but charges were collected on the 
basis of 21.5 cents, resulting in undercharges. The complain- 
ants contended that the rate legally applicable was unreasonable 
to the extent that it exceeded the commodity rate of 17 cents, 
which was established March 17, 1919. The examiner recom- 
mends that the Commission hold the rate legally applicable un- 
reasonable to the extent that it exceeded 17 cents and that rep- 
aration should be made down to the basis of that rate. The de- 
fendants should be allowed to waive collection of the outstanding 
undercharges, the examiner says. 


STEAMSHIP GUARANTY PROVISIONS 


The Trajic World Washington Bureau 


Members of the House committee on interstate and foreign 
commerce at a hearing, July 11, on the bill which would bring 
the Merchants & Miners Transportation Company within the 
provisions of section 209 of the transportation act, so that it 
could make a claim for the guaranty in the six months follow- 
ing federal control, raised the question of whether or not the 
government should extend the same privilege to other inde- 
pendent steamship companies. 

Under section 209, railroad controlled water lines could 
accept the guaranty provisions but no provision was made for 
independent steamship company lines such as the Merchants & 
Miners. This company, along with the lines of the Clyde Steam- 
ship Company, the Mallory Steamship Company and the South- 
ern Steamship Company was taken under federal control April 
11, 1918. An order of relinquishment was issued by the Rail- 
road Administration in December, 1918, and it was accepted by 
all the independent lines except the Merchants & Miners, which 
contested the legality of the attempted relinquishment. 

Under an agreement reached with the Railroad Administra- 
tion, the Merchants & Miners Company took back its property 
March 1, 1919, without prejudice to its rights under the federal 
control act. A board of referees appointed by the Commission 
held, October 4, 1920, that the company was under federal con- 
tro] up to March 1, 1920. 

The company filed acceptance of the provisions of section 
209 but could make no claim for the guaranty period because 
nothing was said about independent water carriers. The pro- 
posed legislation would make it possible for the company to file 
its claim. 

The question was raised as to whether—if the Merchants & 
Miners was not relinquished legally—the Clyde, Mallory and 
Southern companies were legally relinquished, and whether they 
should not be entitled to file claims under the guaranty. 
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Chairman Clark, of the Commission, appeared before the 
committee and reiterated his position as stated at a previous 
hearing, that he could see no reason for treating a water line 
differently from railroads which were under federal contral. He 
said the bill would confer nothing but the right of the company 
to file its claim. He said he believed that if the case of the 
company had been presented to the committees when the trans- 
portation act was being drafted, the company would have been 
included in the guaranty. 

Representative Hoch inquired whether it was not true that 
the company held its property free from government control 
after March, 1919, a whole year before the end of federal con- 
trol. Mr. Clark said the company had its property against its 
will. Mr. Hoch also raised the question of what would have 
happened if the Merchants & Miners had earned a return in 
excess of the standard return in the guaranty period. Chair- 
man Clark said there probably would have been nothing for the 
government to do in the way of recapturing the excess, because 
the line did not come within the provisions of the act as drawn, 
although it had filed acceptance under section 209. In other 
words, Mr. Hoch inquired, was it not a case in which the steam- 
ship company could not lose because if it earned more than the 
standard return there was no way for the government to re- 
capture the excess and that if it did not, it stood a chance of 
recovering from the government? Mr. Clark pointed to heavy 
deficits incurred by the company, indicating that the chances 
were all against it earning the standard return or more in the 
guaranty period. Carriers which accepted the guaranty under 


section 209 agreed to turn over all earnings in excess of the 
standard return. 


The difference between the Merchants & Miners, and the 
other three companies, Chairman Clark said, was that the Mer- 
chants & Miners had elected to stand on its legal rights while 
the other companies had accepted relinquishment. 


Representative Barkley said that it seemed that if the re- 
linquishment of the Merchants & Miners were illegal, that the 
same was true of the other three lines and that morally the 
same consideration should be given them as to the Merchants & 
Miners. 

A night session was held by the House committee July 11. 

George W. Williams, appearing for the Chesapeake Steam- 
ship Company, which is controlled by the Southern Railway 
and Atlantic Coast Line, urged an amendment to the bill per- 
mitting the Chesapeake to file a claim for the guaranty under 
section 209. 


The Chesapeake company, it developed, attempted to re- 
cover under the guaranty, but the Commission held that, since 
it was controlled by the Southern, which owns approximately 
two-thirds of the stock, it was not entitled to relief because the 
Southern did not accept the provisions of section 209. 


F. C. Wright appeared for the Railroad Administration. He 
protested against a statement in the committee’s report on the 
Coady bill of the last session to the effect that the Merchants 
& Miners was under federal control up to March 1, 1920. That 
is a question which is at issue between the company and the 
Railroad Administration, although a board of referees appointed 
by the Commission held the company was under federal control 
up to that date. 


Otis Beall Kent, counsel for the Merchants & Miners, made 
the point that until the finding of the board of referees is over- 
turned by a court of competent jurisdiction, it is the law, and 
that the Railroad Administration has not appealed from the 
decision. 


LOSSES ON EXPORT CARGOES 


The Trafic World Washington Bureau 


Hearings by the subcommittee on marine insurance of the 
House committee on merchant marine and fisheries on the 
question of effecting means for reducing losses on American 
export cargoes through theft, pilferage, breakage or other dam- 
age have been set for July 18, 19, and 20. Opportunity will be 
given to each of the three interests involved—underwriters, 
shippers and ship operators-—to present facts and recommenda- 
tions. It is planned to have the underwriters appear first, then 
the shippers, and then the ship operators. 


TO STUDY SHIPPING PROBLEM 


Secretary of Commerce Hoover has appointed W. S. Tower, 
formerly with the Consolidated Steel Corporation, of New York, 
as chief of the Iron and Steel Industrial Division of the Depart- 
ment of Commerce. Before taking up his duties, however, Mr. 
Tower will, in co-operation with the Shipping Board, study the 
commercial aspects of the American shipping problem—trade 
routes, allocation of ships, assignment of tonnage, etc. During the 
war Mr. Tower was director of the division of planning and 
statistics of the Shipping Board and is the author of numerous 
articles on shipping and traffic. He made an investigation of 
port traffic of South America eight years ago and his report is 
still used as standard authority on port traffic of Latin-American 
countries before the war. 
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RATES, RAIL AND WATER, ATLANTIC 
SEABOARD TO TEXAS 


The Trafic World Washington Bureas 


In a pointed manner, by implication, Commissioner Camp- 
bell, from the bench, July 9, raised the question whether, by 
reason of the duty laid on the Commission ‘by section 15A, car- 
riers have not lost the right to initiate rates—especially re- 
duced rates. He did that in the course of a re-argument on I. 
and S. No. 1280, rail-and-water rates from Atlantic seaboard ter- 
ritory to Texas points. In that case the Commission said (61 
I. C. C. 740-50) that the Morgan and Mallory steamship lines 
and their rail connections had not justified the comprehensive 
readjustment of rates proposed in the suspended tariffs, which, 
according to declarations of the carriers involved, proposed to 
equalize rates from the Atlantic seaboard to interior Texas via 
New York and Galveston with rates from the same points of 
origin and to the same points of destination via Philadelphia 
and Houston. The Commission, in addition, said the readjust- 
ment was not “necessary.” It did not explain why it had used 
the word “necessary,” which is not found, even by implication, 
in connection with rates in any part of the interstate commerce 
act, except section 15A, in which the Commission is directed to 
initiate and establish rates to give the carriers a return on 
their property of not less than 5.5 per cent. 

The whole subject of rates via the gulf was threshed over 
by J. R. Bell for the Southern Pacific and the Morgan line; 
Frank W. Gwathmey for the Mallory line; Frank Lyon for the 
Luckenbach line; George H. Atkins, Jr., for the M. K. & T. and 
other protesting railroads; Paul Kayser, for the Houston Cham- 
ber of Commerce; E. H. Thornton, for the Galveston Commer- 
cial Association; W. H. Chandler, for the Boston Chamber of 
Commerce; A. E. Beck, for the Merchants’ and Manufacturers’ 
Association of Baltimore, and W. A. Glasgow, for the Phila- 
delphia commercial interests. 

Commissioner Campbell, several times in the course:of the 
argument, asked questions that might indicate that he was of 
the opinion that the addition to section 15 placed the initiation 
of all rates wholly in the keeping of the Commission because 
the addition requires the Commission to initiate and establish 
rates to give the carriers a specified return on their investment. 
The climax came, however, during the closing of the case by 
Bell. 

“If we are to have our traffic policy controlled hereafter by 
our competitors we would like to know it,” said Bell. 

“Is there such a thing as competition in the making of 
rates; has there been such a thing for twenty years?” asked 
Campbell. 

Bell looked startled. He stammered out that he thought 
there was such a thing as competition in the making of rates 
and proceeded to name a few instances. 

“If there is no such thing as competition in the making of 
rates, God help the public,” Bell said. 

“If there is, God help the group rates that have been estab- 
lished,” retorted Commissioner Campbell. 

Prior to that the suggestion came several times that the 
Commission would have to keep control over all rates for the 
preservation of the rates it established for the groups defined 
in Ex Parte No. 74. Mr. Gwathey founded practicaily the 
whole of his argument on a challenge of the jurisdiction of the 
Commission’s power to establish a minimum joint rate in in- 
stances in which one of the parties to the joint rate is a water 
carrier. He pointed out several places in the law in which Con- 
gress had expressly limited the power to make minimum rates 
so that it would not cover joint rates in which one of the par- 
ticipants was a water line. He contended that in this case the 
Commission had made minimum rates for the Mallory line. 

Paul Kayser, speaking as a lawyer, laid down the proposi- 
tion that, under the rule governing the exercise of power, when 
power is given to do a certain thing, it carries with it power to 
do every minor thing necessary to permit the exercise of the 
major power. Therefore, he asserted, he had no doubt about 
the power of the Commission to do just what it had done in 
this case—namely, allow the reduced rates to go into effect and 
then require their cancellation, because, in the Commission’s 
judgment, the reduced rates were not justified and not 
“necessary.” 

Bell, in his argument, said the Commission had not made 
any finding that the rates were in violation of any section of 
the act. They were in effect before the Commission ordered 
the schedules cancelled and, therefore, their cancellation must 
be preceded by a finding of unreasonableness, unjust discrimi- 
nation or undue prejudice. No such finding was made. The 
only finding was no justification and no necessity. 

Frank Lyon appeared by the grace of the Commission, in 
behalf of the Luckenbach lines which were not subject to the 
Commission, largely because Lyon had advised them not to par- 
ticipate in joint rates or to make proportionals. He said the 
decision of the Commission in this case was not in the interest 
of the Luckenbach or any other independent line, or of the pub- 
lic. He said his clients would like to be able to meet competi- 
tion where it was felt. Commissioner Campbell called his at- 
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tention to the fact that the Luckenbach lines do not make rail- 
and-water rates. 


“No, but they may and they do not want this decision to 
stand in their way,” said Lyon. 

“Oh, then it is potential protection you are seeking,” sug- 
gested Mr. Campbell. 

“This is not equalization as that word is understood,” said 
George H. Atkins, speaking for the protesting railroads. “It 
means making every point in the Atlantic seaboard territory, 
other than Philadelphia, a part of the port of New York, with 
rates the same as from Philadelphia. Equalization means tak- 
ing some place from which joint through rates do not apply to 
the given destination, and giving it the benefit of joint through 
rates applicable between some other points. It does not mean 
the reduction of rates. If this scheme goes into effect, it means 
the reduction of our through rates. It is my position that the 
Commission has the power to prevent the destruction, by two or 
three parties, of the group rates prescribed by you under 15A. 
If these parties have the power to make the rates proposed they 
have the power to make it impossible for you to carry out the 
terms of 15A.” . 

“If it has not that power,’ asked Commissioner Campbell, 
“how long can the group rates last?” 

“Why, they can’t last at all,” said Atkins. “The rates pro- 
posed are unduly preferential of some classes of traffic and 
some localities. They would put burdens on other traffic and 
other localities.” 

Paul Kayser said there were two complete answers to the 
Gwathney proposition. The first was that the Commission, hav- 
ing received the power to fix rates to give an adequate return 
on the investment, had received all necessary power to estab- 
lish and maintain such rates. The second was that the Mallory 
and the Southern Steamship lines being owned by the Atlantic, 
Gulf & West Indies company, that company proposed to dis- 
criminate against Houston by 14 cents first class in favor of 
New York and Galveston and that that alone was sufficient to 
condemn the rates. 

Mr. Thornton, for Galveston, said Galveston suffered more 
keenly than Houston in the competition between Houston and Gal- 
veston mentioned by Mr. Kayser. He said that from Pittsburgh 
via New York to Galveston the rate was 74 cents on iron and 
steel while the rate from Pittsburgh to Houston via Philadelphia 
was only 71.5 cents. He said the Commission had erred in not 
allowing the publication of rates on steel and iron from Pitts- 
burgh via New York to Galveston as low as from Pittsburgh to 
Houston via Philadelphia. This was an exact equalization that 


was proposed, he said, Mr. Atkins.to the contrary nothwith- 
standing. 


Mr. Chandler also hooted ‘at the contentions of Mr. Atkins, 
saying that if the tariffs had been allowed to remain in effect 
a step would have been taken toward the restoration of the 
relationship in rates that once existed between the rail-and- 
water rates from New England via the gulf ports and the all-rail 
rates via St. Louis. The difference, he said, prior to the per- 
centage increases was 25 cents. Now it was. 63 cents. 

“We are asking you to help the Morgan line restore that 
old relationship,” said Mr. Chandler. “New England has been 
hurt by practically every change in the rates in the last six 
or seven years. Philadelphia asks you to act as guardian angel 
for her at the expense of every other part of the seaboard ter- 
ritory.” 

Baltimore joined Boston in approving what the Morgan and 
Mallory lines proposed doing. Mr. Beck said Baltimore felt 
that the Morgan line, by proposing the rates under discussion, 
was giving Baltimore an opportunity to compete with Phila- 
delphia. He said he did not believe, as suggested by the South- 
ern Steamship line, that it would be put out of business by the 
proposed equalization. 


In behalf of Philadelphia, Mr. Glasgow objected to the ab- 
sorption tariffs under discussion as being not in accordance with 
terms of the statute, the statute recognizing, he said, only joint 
or proportional tariffs. He said the proposed scheme would put 
the Southern line out of business and Philadelphia, as a port, 
out of the Gulf ports trade. He said the Morgan line was try- 
ing to do by indirection what the Commission had said it could 
not do directly, when the Commission denied it the privilege, 
under section 5, to extend its service to Philadelphia and Hous- 
ton, in direct competition with the Southern line. 

Commissioner Potter asked Mr. Glasgow why he said the 
Southern line would be put out of business if the Morgan and 
Mallory were allowed to offer the same rates to Galveston via 
New York that the Southern line offers to Houston via Phila- 
delphia. 

“Why would the same rate destroy your line?” 

“The service via New York would be more frequent and 
faster,” said Mr. Glasgow. 

“Isn’t your proposition, then, that the Morgan line should be 
penalized for offering the public a better service?” 

Mr. Glasgow went into details to show that the so-called 
equalization scheme would cause the hauling of freight from 
Baltimore right through Philadelphia for dispatch through New 
York, ‘and that, in the last analysis, it was a question as to 
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whether a policy should be approved that would break down the 
port differential adjustment which was made so as to allow each 
port to develop instead of having all the business confined to 
one port. 


PACIFIC EXPORT DEMURRAGE 


The Trafic World Washington Bureau 


Shippers on the Pacific coast through the Panama Canal 
and the Shipping Board have made protests and inquiries about 
the proposal carried in a tariff of the Pacific Car Demurrage 
Bureau, supplement No. 1 to R. C. Munholland’s I. C. C. 27. It 
decreases the free time on export freight from California, Nevada, 
and Arizona via the Pacific ports, from five days to forty-eight 
hours. In terms the free time is reduced on export traffic, ex- 
cept that going to Asia, Australia, Fiji Islands, Philippines, New 
Zealand, Hawaiian Islands and beyond, Alaska, Yukon River 
points, British Columbia north of Queen Charlotte Sound, Mexive, 
Central America and South America. 


That limitation means that traffic from the states mentioned 
going through the Panama Canal for Europe, Africa and South 
America must be removed from the cars within the free time 
allowed on domestic traffic. Information that such a tariff was 
on file reached the shippers interested some time after July 1 
and their inquiries and protests began coming to the Commis- 
sion about a week later. The face of the tariff shows that Mun- 
holland printed it June 2, to be effective July 15. It reached 
the files of the Commission June 8 but it attracted no attention 
there until a month later, when the Pacific coast shippers began 
making inquiries and protests. The latter said they had not 
received copies of it until after July 1 and inquiry by the Com- 
mission developed the fact that Mr. Munholland did not begin 
its distribution until July 1. Pacific coast shippers, therefore, 
did not comply with the rule requiring protestants to have their 
written protests on file with the Commission ten days before 
the effective date of the involved tariff. At the time this was 
written, a few days before the effective date of the tariff, it was 
understood that the Commission was not going to hold to that 
rule because of the belated publicity given to the tariff by the 
car demurrage bureau. It was giving consideration to the mat- 
ter, although some of the protests came to hand only four days 
before the operative date. 

The protesting shippers did not mince words about their 
belief that the tariff was aimed against shipments through the 
Panama Canal and that it was inspired by the transcontinental 
carriers that were supposed to be feeling the competition through 
the canal. 

Agent Munholland, however, in his explanation, gave a 
plausible reason for wishing to reduce the free time on export 
or coastwise traffic from the states mentioned. He said that 
seventy-nine per cent of the traffic was unloaded within the free 
time allowed on domestic freight and that the hauls from the 
states mentioned were so short that it was possible to time 
traffic so that it would not arrive much before the arrival of the 
ship that was to take it away from the warehouses of the 
carriers. 

The Shipping Board’s interest was aroused in the matter 
through the suggestions of operators of its ships that the trans- 
continental carriers might be trying to hamstring traffic through 
the Canal by shortening the free time so as to make it almost 
impossible for at least some shippers to use the Canal without 
being penalized at the ports by the payment of demurrage such 
as would not be imposed on other traffic sent to the ports for 
further shipment. 


THE PORT OF TACOMA 


The fact that the annual convention of the American Asso- 
ciation of Port of Authorities, for the first time in its history, is 
going to be held in the Pacific-Northwest this summer is taken 
as an indication of the growing importance of the Puget Sound 
ports in the minds of this group of executives representing every 
port in the United States. 

Neither the geographical location of the Sound, as one of 
the principal gateways to the Orient, nor the climate and scenery 
that make the Northwest a charming spot for summer touring, 
would be sufficient to attract a national convention of specialists 
in the shipping and industrial world, it is pointed out. Conven- 
tions are held usually in localities that afford opportunity for 
those attending to come in contact with new plans and advanced 
ideas being worked out by others in the field in which they are 
interested. The cities on Puget Sound are all engaged in de- 
veloping their natural ports and, while the national convention 
of the port authorities will be held in Seattle, a city which has 
Pioneered in modern lines of port development, the delegates 
attending the convention will have an opportunity to see another 
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port in the process of being developed and constructed from 
magnificent raw material, at Tacoma. 

Tacoma, Washington, is a city of 100,000 people, about two 
hours’ ride by boat down the Sound from the convention city. 
Although classed in government reports as one of the two har- 
bors in the United States that can accommodate vessels of any 
draft, its citizens, through an elected port commission of business 
men, are now engaged in a gigantic plan to adapt its natural 
harbor to meet modern shipping conditions. 

In the development of the Port of Tacoma there are no 
physical obstacles. The harbor is practically landlocked and the 
water is from six to one hundred fathoms deep. The approach 
is over a level area of several thousand acres, all available for 
waterways and industrial sites. There is probably no port in 
the United States where the cost of dredging waterways and 
building piers could be less. 

The municipally owned section of Tacoma’s waterfront cov- 
ers two hundred and eighty acres, accessible to four transcon- 
tinental railways. The broad lane of three miles to the docks 
constitutes a fine terminal from the land side, and the avenue 
from the Sound is open and free from obstructions. Ocean 
liners of any draft can enter Tacoma’s new port terminals under 
their own steam. The maximum speed of freight between water 
and shore is practicable. 

The comprehensive plan of the port authorities contemplates 
berthing space, when fully developed, for as many as fifty large 
ships at one time. Only a beginning has been made, but it is 
a substantial one. The pier that has been completed and in use 
is primarily a lumber pier and is well equipped for that trade. 
The territory back of Tacoma is full of sawmills, cutting fir. 
This initial development of Tacoma’s port facilities appeals to 
the lumber exporter. 

Incidental to the port facilities is the creation of sites for 
manufactories that require both rail and water. The port com- 
missioners are offering sites on long leases free from taxes at 
low rental values. 


The ambition of the Tacoma port planners is a quick turn- 
around. The transit shed on Pier No. 2 that will be constructed 
in the immediate future, will be equipped with freight-handling 
machinery of the speediest type. 

Above all other ports on the Pacific coast, it is claimed by 
Tacoma, the location of its port is best adapted for the estab- 
lishment, operation and maintenance of a foreign trade zone. 
A large block of several hundred acres is the basis of the real 
zone, free from the congestion of a built-up territory and con- 
tiguous to ample rail and water transportation facilities. 


NEW SERVICE, ASTORIA TO HAWAIIAN ISLANDS 


R. D. Pinneo, general traffic manager of the Port of Astoria, 
Oregon, announces the inauguration from that port of direct 
freight and passenger service to the Hawaiian Islands (Alaska 
Steamship Company S. S. Cordova), sailing July 25 and every 
thirty days thereafter, calling at Honolulu, Kahului, Kaanapali, 
Port Allen and Hilo. This service takes the place of that for- 
merly given by the Matson Navigation Company with Shipping 
Board vessels, now not on the route. 


SHIPS BUILT IN THE JU. S. 


Ships built in the United States and officially numbered by 
the Bureau of Navigation, Department of Commerce, during 
the year ended June 30, 1921, totaled 1,429 of 2,210,221 gross 
tons, not including 33 vessels, of 66,038 gross tons, built for for- 
eign owners, making a grand total of 1,462 vessels of 2,276,259 
gross tons. 


ADVERTISING THE MERCHANT MARINE 


A report has been made to Admiral Benson, member of the 
Shipping Board, by the Advertising Agencies Corporation on a 
survey of advertising with a view to developing the American 
merchant marine. The corporation is an association of 132 
advertising agencies. The report embraces sixty-three sugges- 
tions for increasing the freight and passenger traffic of the 
American merchant marine and recommends the expenditure of 
$1,000,000 on advertising in the next year. The survey was or- 
dered by Admiral Benson about a year ago when he was chair- 
man of the board. 


STATUS OF FLEET CORPORATION 


Issuance by the President of a proclamation declaring a 
state of peace with Germany would have no effect on the status 
of the Emergency Fleet Corporation, officials of the Shipping 
Board said July 13, because the merchant marine act of 1920 in 
section 12 makes specific provision for continuance of the life 
of the corporation until all vessels have been sold in accord with 
the terms of the act. The question had been raised as to whether 
the issuance of a peace proclamation would terminate the life 
of the fleet corporation which was created by war emergency 
legislation. 
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SHIPPING BOARD REORGANIZATION 


The Trafic World Washington Bureau 


Operation of the Emergency Fleet Corporation under the 
direction of five vice-presidents, three of whom will have direct 
charge of the division of operations, is provided for under a 
plan of reorganization announced by A. D. Lasker, chairman of 
the United States Shipping Board, July 11. The plan was ap- 
proved by President Harding. 

Three men experienced in various phases of ocean shipping 
affairs—J. Barston Smull, of New York; William J. Love, of 
New York, and A. J. Frey, of Los Angeles—will be the vice- 
presidents in charge of the operation of the government-owned 
fleet. Their combined salaries will be $95,000 a year, which, if 
divided equally, would give each a salary of a little over $31,- 
000 a year. 

Elmer Schlesinger, chief counsel of the board and Emergency 
Fleet Corporation, will serve as a vice-president. A fifth vice- 
president will be named to take charge of the sale of ships and 
salvage. A new treasurer will be selected to take the place of 
R. W. Bolling; brother-in-law of former President Wilson. 
Alonzo Tweedale, comptroller, will remain in that position. 
Clifford W. Smith, of Benton Harbor, Mich., who has been an 
Associated Press reporter in Washington for several years, was 
selected as secretary of the board and corporation as successor 
to J. J. Flaherty, who resigned. 

W. B. Keene, acting director of operations of the board, 
will remain in the operating division. Robert M. Montgomery, 
who was recently selected to reorganize the auditing system of 
the board and corporation, -will represent the board in that 
capacity. 

Vice-presidents Smull and Love had luncheon with President 
Harding July 11. Vice-president Frey arrived in Washington 
the latter part of the week. The vice-presidents will assume 
their duties early next week. 

“The appointment of Smull, Love and Frey will mean a new 
day in the minds of suippers, and you don’t want to forget that 
in this equation,” said Chairman Lasker in announcing the 
plan of reorganization. ‘‘Shippers have lost confidence in the 
government-owned ships. They have not sailed on time, and 
the goods have not always been in good condition when they 
arrived. By the time they get the answer as to whether we 
will charter a ship, that business is often loaded in foreign bot- 
toms. The coming of Smull and Love and Frey will give a 
wholly different atmosphere to American shippers. They will 
know it will not change the next day. And there is not a 
shipper who does not know these names as a music lover knows 
Caruso or a base-ball lover knows Babe Ruth. And they will 
know that these men will do it, and that is what we mean 
when we say that through efficiency we will build up an Amer- 
ican merchant marine.” 


- In announcing the plan or reorganization, Chairman Lasker 
said: 

“We are ready with our first plan of reorganization, which 
has been unanimously adopted by the seven members of the 
Shipping Board and approved in detail by the rresident. We 
are going to operate the ships by calling back into being the 
Emergency Fleet Corporation. Under the Jones act we have 
the fullest authority so to do. If at any point we should be 
lacking in legal sanction, the President will undertake to ob 
tain from Congress the necessary legislation required. The 
trustees of the Emergency Fleet Corporation will be the mem- 
bers of the Shipping Board. The chairman of the Shipping 
Board will be the President of the Corporation, There will be 
five vice-presidents, three engaged in operations, one the chief 
counsel, and the other vice-president will be in charge of sales 
of ships and salvage of materials. 


“We have $300,000,000 in law suits and claims, which, of 
course, we will undertake to defend in such manner as to see 
that the government is protected and every claimant receives 
his dues. We have scores of millions of property to salvage, 
and we will undertake to do that in such a way and at such a 
time that we will get its true worth. But, hypothetically speak- 
ing, if we gave away the salvage and if we lost all the law 
suits, the money cost would be measured and not continued. 
It would be the total amount already invested. But operations 
is another matter. The loss there cannot be measured; unless 
corrective measures are applied it would be continual and un- 
ending. And again, unless operations should be done efficiently, 
the American merchant marine will never be established on 
the high seas. So that while law suits and salvage can cost the 
Treasury a great deal of money if not efficiently done, in the 
end it has nothing to do with the successful operation of the 
fleet. All in all it is the success or failure of operations that 
wil furnish the final answer. 

“The shipowner’s association of America and the ship opera- 
tors’ association of America have shown the most magnificent 
spirit of co-operation with the new Shipping Board, and have by 
evidence proved to the new Shipping Board that they want to enter 
into a true partnership with it for the upbuilding of the Amer- 
ican merchant marine. The ones who knew best how to operate 
ships are the owners and operators, and they were unanimous 
in the recommendation that ship operations should be under one 
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man. But it seemed otherwise to the board, because the opera- 
tions of the fleet under its control are so infinitely greater than 
anything ever undertaken by other men, that the mere experi- 
ence of the past could not be a sure guide to the future. The 
biggest privately owned fleet known today has, I think, 107 
ships in it. Leaving out the wooden boats, we have 1,440 ships. 
It is no secret that our business and organization are not in 
smooth running condition; and no one man could possibly solve 
the problems presented, both because of lack of time and because 
they present such diversified problems that no one mind could 
grapple with them. 

“We asked the shipping world to recommend the best talent 
to us for the positions determined upon, and told them we would 
take no one save those recommended by them, though we did 
not promise to take the first, second or third that they recom- 
mended; and we would only take outsiders if they utterly failed 
to present to us men whom we could accept. I met with the 
men recommended by them, every one of whom came believing 
in one man for operations; and with one exception, after we 
showed our situation to this man, you could not have gotten 
that man to come if he was to be the only man. 

“The three men selected are, Mr. J. Barston Smull, Mr. Wil- 
liam J. Love, both of New York, and Mr. A. J. Frey of Los 
Angeles and San Francisco. Mr. Smull is a half owner in one of 
the largest, if not the largest, ship brokerage firms in America. 
His firm has an income of about $500,000 a year, and his share 
is $250,000. He was the unanimous choice of the ship owners 
and ship operators’ associations for the position of chief of 
operations of the fleet, and to a man every ship owner and 
operator described him as the only man they could agree 
on to operate the fleet. I remained for twelve days in New 
York with Mr. Smull, getting his refusal day after day, and 
day after day telling him ‘They have convinced me that you 
are the man who, if associated with us, will make the promise of 
success pretty sure, and without you I don’t think we can suc- 
ceed.’ He not only has the confidence of owners and operators, 
but shippers as well, because he is known to every shipper. He 
was chairman of the chartering committee of the American ships 
during the war, and throughout the world it was recognized as 
the finest piece of chartering work done in any of the allied 
countries. Day after day, because of the great length of time 
he had given to the government before and during the war, and 
because of present conditions in his own business, he refused 
to come. But on Saturday he yielded, on condition that he was 
satisfied with his interview with the board and the President; 
and he was satisfied. They put up to us several alternate men 
if we could not get Mr. Smull, but none of these alternate men 
had a unanimous vote. After I met Mr. Smull, I became con- 
vinced that he was in every way an ideal man. 

“Mr. Love, I might say, was the unanimous choice of the 
ship operators, and when he was selected, the ship owners joined 
in feeling that he and Mr. Smull represented the best that the 
eastern seaboard could put forward. Mr. Love is the New York 
manager of the largest British firm doing business in this coun- 
try. He is an American citizen, born in America, and considered 
possibly the best expert in this country on traffic matters in 
connection with ships, and knows conditions throughout the 
United States and the world, particularly how the British have 
operated so successfully. 

“From the West we have selected Mr. A. J. Frey, who was 
assistant to the President of the Pacific Mail Company when 
it had its large fleet, and at that time was the most successfully 
operated American-owned concern. 


“The work will be divided among these three vice-presidents, 
and the policies in connection with the operating, chartering 
and disposal of ships will be initiated by them to the board. 
The board has invited them in on the basis of an absolutely free 
hand in the operation of the boats after a policy shall have been 
decided, and they have the assurance of the board and the 
President that there will be no political interference of any 
nature. The President has urged upon them the absolute neces- 
sity of operating these boats on the basis that they represent 
all the stockholders, who are all the people of the United States, 
and that efficiencsy alone, and that which lends to efficiency, 


should be compelling in their decisions on personnel and on their 
actions. 


“The President and the board feel greatly encouraged that 
men of the type announced have accepted these appointments. 
The sacrifice, such as Mr. Smull for instance, is making, is 
beyond measure. The sacrifice Mr. Love and Mr. Frey are mak- 
ing in leaving their well-ordered business is the best evidence 
that we can get the best brains of the country into the operation 
of the Shipping Board; and the Shipping Board cannot excuse 
itself for failure, if it does fail, on the ground that it cannot 
get around it the highest type of men able to do the work. If 
we fall down in that direction it will be our own fault, and there 
will be no chance for an alibi. It will take a year of the hardest 
kind of work and of the most efficient kind of work to bring 
the first semblance of order out of the chaos that exists. But 
we do not only feel hopeful and encouraged; we feel that the 
coming to us at such sacrifices of these men and other men with 
whom we are negotiating leaves us every reason to believe that 
the best ideals concerning the American merchant marine can, 
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with patience on the part of the public and Congress, come to 
be a permanent reality. 

“As to salaries, the three operating vice-presidents will get 
between them a:total of $95,000, which will be divided approxi- 
mately equally. The operating headquarters will be in Wash- 
ington. That leads to something that might follow in sequence. 
Where we have branch offices, who will they be under? A gen- 
eral manager will be selected at each branch office, like New 
York. Each vice-president will select his own district manager, 
who will be attached to the branch office, but the general manager 
for each branch office will be selected by all the vice-presidents. 
Each vice-president will have sole control of the selection of all 
the men under him. It has not been determined how operators 
will be divided—but Mr. Smull may have allocation and charter- 
ing of ships; Mr. Love, traffic; and Mr. Frey have physical opera- 
tions. Each will select his own men. 

“The Shipping Board loses no control whatsoever as con- 
templated by the law. All the policies must be initiated by those 
men and submitted to the Shipping Board for the Shipping 
Board to adopt. But, once adopted, these men will have a free 
hand in their execution. 

“Each operative head will be in charge of a certain character 
of work, but they may change it into territories. When it comes, 
however, to making recommendations for policies, the three will 
have to be in agreement. We are undertaking to make them 
as free in the management as if they held similar capacities 
with any big corporation. 

“The President, the Jones act, and the Shipping Board are 
all in accord that the Shipping Board must function so as to 
turn these boats over, as soon as good business judgment dic- 
tates, to private owners. Unless Shipping Board boats are very 
soon operated along the most correct business lines, we will not 
have any operators or owners left in America who can buy these 
boats. The operators and owners unanimously feel that way; 
and to get Shipping Board operations on an efficient basis is the 
quickest and shortest step to creating a situation whereby 
private people can buy these boats and get the government 
out of government ownership. It is for that reason that the 
ship owners and operators have unanimously agreed to some- 
thing which I think is unique in government relations with 
private industry—that if they have any key men whom we want 
and who are vital to them, but who are vital to us, we are to 
get these key men on request, and they are not to let us know 
that it is a calamity to them. 

“New routes will be one of the assets we will try to sell. 
Another phase is this: Supposing there is a route and two ships 
are on it, one privately owned and one government owned, and 
it will only stand for one ship. It is our idea that we will take 
out of service the government-owned boat and leave in the 
privately-owned boat, because if we ‘bust’ the private company, 
whom will we have left to buy the boats when business gets 
good enough to have two lines?” 

“Your idea is to build up something that you can sell to 
private owners?” Chairman Lasker was asked. 

“To build something that we can sell to private owners be- 
sides ships, and to build up the private owners so that they 
can buy ships,” replied the chairman. 

Chairman Lasker said two members of the board of claims, 
which will pass on approximately $300,000,000 of claims against 
the board, had been selected and that they had accepted the ap- 
pointments. The names will not be made public, however, until 
the third member has been selected. One of the two members 
already selected, he said, will be the chairman. 


EGYPTIAN COTTON TRADE 
The Trafic World Washington Bureau 


Efforts are being made by the Shipping Board in negotia- 
tions with British conference lines for a fair division of the 
Egyptian cotton trade. In May the Shipping Board submitted 
bids for the traffic considerably lower than the offers of the 
British companies, the board bid being 25 shillings a ton against 
40 shillings asked by the British lines, which have had a mon- 
opoly of the transportation of Egyptian cotton to the United 
States for many years. Contracts for the movement of the fall 
crop have not been signed with the Alexandria Produce Ex- 
change. 

It has been reported that the Shipping Board contemplated 
reprisal measures against the British lines unless it got a part 
of the cotton traffic but officials of the board in Washington 
denied that the board planned to bar members .of the British 
conference from bringing their vessels into American ports. 
Officials indicated, however, that they intended to make every 
effort possible to get part of the traffic. 


MILLERS SUPPORT MERCHANT MARINE 


A. L. Goetzmann, president of the Millers National Federa- 
tion, has reaffirmed its support of the American merchant 
marine in a letter to Chairman Lasker of the Shipping Board. 
The federation has pledged itself to secure cargoes for vessels 
flying the American flag. 
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FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
July 7 


The general cargo movement has not improved, exports 
moving overseas in the same perfunctory manner that has 
characterized the market for several months. Where it was 
customary to maintain weekly sailings, operators have reduced 
the service to semi-monthly, and where fortnightly sailings were 
maintained, only monthly departures are attempted. 

By reducing the number of sailings the vessels manage to 
get fairly good cargoes. In scarcely any instance do these ves- 
sels return with full cargoes. 

Decline in the rate on grain from the Pacific Northwest to 
the United Kingdom and Continent practically to the point 
where it was a few months ago, is manifest in the charter of 
several more Japanese steamers. It would seem that the Jap- 
anese are following up their recent entry into the trade with a 
determination to participate in the transportation of American 
cereals, even if they have to shave the rates. 

Correspondence received from the Far Eastern exporters 
indicate that during the current month cargoes from the Orient 
will be heavier than usual. Whether this is the result of re- 
ducing the number of vessels employed in the trade, or whether 
it presages an improvement in Oriental offerings is a question 
which even shippers are unable to answer, but it is sufficiently 
encouraging to create a good degree of optimism. 

It is reported from Sydney that shipping is depressed be- 
cause of the difficulty of obtaining cargoes. While shipments 
of wheat at 50s. per ton employ outward vessels, inward vessels 
carry either ballast or small cargoes, and one result is that 
vessels regularly trading to Australia are being diverted to 
New Zealand, especially as regards refrigerated tonnage. 

A few vessels continue to be fixed on time charter for trans- 
atlantic trade. Prevailing rates have been about 6s. and large 
steamers have been most favored. 


Charters 
Str. Tokufuko Maru (Jap.), San Francisco to U. K., barley, 57s 6d; 


uly. 

"Str. William H. Webb, Honolulu to Philadelphia, canned pine- 
apples; July 

Str. Galane, Philadelphia to Marseilles, Barcelona and Genoa, gen- 
eral cargo; July. 

tr. nn Maru (Jap.), Pacific coast ports to Japan, 5,800,000 
feet of lumber, private terms; ‘July. 

Aux. Schr. General Pershing, Hampton Roads to Bremerton, coal, 
private terms. 

Strs. Duffield (Br.), 23,000 qrs. grain, and Lindenhall (Br.), 24,000 
ars. grain, a Gulf port to Continent, 2714c per 100 lbs.; August. 

Strs. Borghield (Nor.), 2,158 t., and Efdichi Vergotti (Gr.), Atl. 
range to Copenhagen, goal, $6.25; July. 

Strs. Clan MacInnes (Br.), 2,826 t., and Clan Macintosh (Br.), 
3,403 t., Atl. range to Piraeus, coast, $6. 35; July. 

Str. Consuelo (Span.), 2,420 t., Atl. range ‘to Perograd, $7, with 
options; July. 
$5 — Atlantic City (Br.), 3,902 t., Atl. range to Rotterdam, coal, 

; July. 

Schr. Vivian Pierce, Philadelphia to Houston, Tex., 2,300 t., coal, 

private terms. 


July 8 


It is reported that the transcontinental railroads which 
have been in session at Chicago for some time, failed to make 
any changes in the rail rates for steel between Pittsburgh and 
the Pacific Coast, the rate of 80c. a 100 lbs. being allowed to 
stand. 

The proposed slash in rates on steel from $16 to $13 from 
New York to the Far East will not go into effect it was learned 
after the conference of lines operating from the Atlantic Coast 
to Japan and China had been concluded. 

A moderate volume of business is passing, but the market 
is such that rates have hardly maintained their firmness in 
some trades. There is a growing optimism among forwarding 
houses, however, largely based on the many inquiries received 
from manufacturers for rates to certain foreign ports. The un- 
steadiness of the market of late and the anticipated reduction 
of rates has had a tendency to hold up some of these exports 
until shippers are satisfied that the bottom price has been 
reached. 

Coal exports are no longer looked to for tonnage employ- 
ment, and while grain is moving steadily out of the Gulf and 
Northwest Pacific, this business is shared in by foreign tonnage 
so largely that American operators are not depending upon 
cereal exports to furnish business. 

Southern ports report only a moderate business passing 
in any line of exports. Phosphate from Tampa is paying $7.50 
to Trieste, while pitch pine from the Gulf to South Africa offers 
235s. per standard, July loading, and tonnage can be placed for 
ties from Pensacola to Dublin at 165s. Case oil from New York 
to River Plate is quoted at 25c. a case, July loading; sugar 
from New York to Helsingfors is workable at $8, and $7.50 to 
Hamburg or Bremen. Sugar from Cuba to Montreal is paying 
25c. and tonnage is in demand to the United Kingdom at $7.50, 
prompt. 

The laying up of Danish tonnage which was first remarked 
at the beginning of the year, when thirty-three ships, represent- 
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ing about 54,000 tons dwt. lay idle, has since steadily increased 
in a most alarming manner. In the month of May a total of 
133 ships had been reached, equivalent to 330,000 tons dwt. 


Charters 


Strs. Ovid (Br.), 2,463 t., and Newton Hall (Br.), 2,476 t., Sydney, 
Cape Breton to U. K., coal, 25s. 6d, free discharge; prompt. 

os. Rubens (Br.), 2, 605 ‘. and Shelley (Br.), Sydney, C. B,, to 
U. K., coal, 29s. 6d., less three shillings; prompt. 


Str. Ohio Maru (Jap.), 4,254 t., Atl. raneg to French Atl. port, 
coal, $5.75. 


Str. Jesseric (Br.), 3,144 t., Atl. range to Port Said, coal, 35 
shillings. 


Str. Spain Maru (Jap.), 4,263 t., Atl. range to Port Said, coal, 
36s. 3d.; prompt. 

Str. Beursplein (Du.), New Orleans to London, general cargo; $7. 

Str. Eastern Soldier, 4,211 t., Charleston, S. C., to French Atl. 
port, coal, $5.65; prompt. 


Str. Triumph, 4,864 t., Ferdandina to W. Italy, coal, private 
terms; prompt. 


Str. Bra Kar (Nor.), 2,664 t., Sydney, C. B., to U. K., coal, 25s., 
free discharge; prompt. 


July 9 


A good percentage of the imports from France consists of 
A. E. F equipment sent to Brest during the war. American spec- 
ulators who have bought this material with the hope of selling 
it here at a profit are scouring the market for the lowest rate of 
freight. The westbound rate is $6 per ton. 

A limited business in coal is doing with the River Plate on 
the basis of $4 a ton, although most fixtures have been made 
on a basis 50 cents a ton higher. A little business continues to 
be done with west Italy at $5.75. Many exporters are looking 
for a revival of business to the Continent and South America. 

Federal figures show that foreign vessels carried more cargo 
in and out of the port of New York during the calendar year 
1920 than American vessels; 2,211 American vessels entering the 
port totaled 6,675,450 tons; 2,080 foreign, 7,679,627 tons. 

Canada’s exports to the United Kingdom for the month of 
May last exceeded those of May, 1920, by $3,000,000. While ex- 
periencing with other countries the excessive reaction in busi- 
ness, her export trade has not diminished in nearly the same 
proportion as her imports. The returns for the United Kingdom 
and the United States tell the same story—a period of reaction 
after the extravagant buying the months succeeding the war. 

Portland and Chicago show an increase in foreign trade. 

Two new services which will facilitate communication be- 
tween Japan and Siberia are to be inaugurated with a regular 
service to Nikolaievsk, and a new line between Alexandrovak 
and Yokohama, both with the support of the government. 


Charters 
$5 ai Marie Muersk (Dan.), 2,850 t., Atl. range to W. Italy, coal, 
o. 
St. Trecarne (Br.), 2,679 t., Atl range to River Plate, coal, $4.50, 


Welsh form; July. 

Strs. Lingfield (Br.), 2,614 t.; Pikespool (Br.), 2,271 t.; Winterton 
(Br.), 2,445 t., and Bradford City, 3,178 t., Sydney, Cc. B. to U. K., 
coal, 29s 6d less three; prompt. 

Strs. Swedawsonco, 2,174 t., and Swedca, 2,174 t., 

Atl. range to U K., coal, $6.25, free discharge. 

Str. Dover Maru (Jap.), Atl. range to U. K., coal, 36s 3d less 3s. 

Str. Coatsworth (Br.), 1,410 t., Va. to Riga or Petrograd, coal, 
$7.25; prompt. 

Str. Delavan, Phila, to Cork, Dublin, Belfast or Londonderry, gen- 
eral cargo; July 


Strs. Parksville and Nedmiac;, Phila. to French Atl. ports, general 
cargoes; July 


Str. Geuken, Phila. to Bremen and Hamburg, general cargo; Kerr 
Lines, July. 
July 11 


There is no improvement in the tonnage market, and with 
commerce practically restricted to less than a half dozen com- 
modities, operators are less inclined to look for immediate bet- 
terment, and are gradually clipping expenses in hopes of keeping 
afloat until the storm of depression is a thing of the past. 

The continued downward trend of shipping value finds strik- 
ing illustration in the fact that an oil tanker in the course of 
construction in England has just been sold at the remarkably 
low price of 24 pounds a ton, whereas a few months ago vessels 
of this type could not be bought for less than about 40 pounds 
a ton. 

In the case of ordinary cargo vessels, which are less costly 
than oil tankers, it is reported that a steamer of 5,500 dwt., 
now building on the Clyde, has been sold for 11 pounds a ton, 
excluding extras. This is typical of the current value of new 
cargo-carrying tonnage, which a year ago could command from 
25 to 30 pounds a ton. These facts are said to constitute the 
best barometer of the shipping conditions of the world. 

Grain, coal, lumber and perhaps one or two other commodi- 
ties are furnishing the bulk of American tonnage today. Some 
steamship companies are meeting their sailing dates whether 
their ships contain a cargo or not, most of them managing to 
pick up a couple thousand tons of coal for a port along their 
trade route, and thus realize a small revenue to offset operating 
costs. 

All efforts to revive trade in South American countries 
seems futile, and, outside of coal, the River Plate is giving little 
attention to American merchandise. 

From the Atlantic coast there is very little doing with the 


or substitute, 
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Far Eastern markets, but from the Pacific coast the offering 
for the Orient of more lumber than could be handled by the 
regular lines has resulted recently in the decision of the Javo- 
Pacific line to extend its activities to Portland, and three of 
the big Dutch steamers have beei routed on their way from 
San Francisco to the Far East to pick up large part cargoes 
of' lumber and timber. 


Charters 


Strs. Celaeno (Du.), 2,108 t., Ramon de Larrinaga (Br.) and Ad- 
rey — (Br.), 4,199 t., Atlantic range to Rotterdam, coal, 
-40, July. 


Sel Str. Nevada (Du.), Atl. range to Plate, coal, $4.50, Welsh form; 
uly. 


Str. Manchurian Prince (Br.), 3,282 t., Rotterdam, $5; July. 
Str. Celaeno (Du.), 2,153 t., Rotterdam, $4.75; July. 


Str. Jersey City (Br.), 3, 937 , & Bordeaux or Hamburg at or about 
$5.25; prompt. 

Str. Lord Harrington (Br.), 1,736 t., Algiers, - 75; a 15. 

Str. Manuchu (Span.), 1,921 t., West Italy, $6; July 

Str. Trafalgar (Nor.), 1,384 t., $6. 75; prompt. 

Str. Karen Rogenaes (Nor.), 1,359 t., French Atl., $5.50; option 
Copenhagen, $6; July. 

Str. Northern Star (Am.), 3,283 t., Venice, $6.50; prompt. 

Str. Zaandijk (Du.), 2,150 t., Plate at or about $4,50; July. 

Str. Trecarne (Br.), 2,679 t., Plate, $4.50; Welsh form; July. 


Bulletin Discontinued 


The Shipping Board has discontinued its daily bulletin on 
freights and charters. The issuance thereof may be revived 
later after the reorganization of the board has been effected. 


OCEAN FREIGHT RATE CONFERENCE 


The conference of representatives of American and foreign 
shipping companies and of the United States Shipping Board 
at Atlantic City, July 11 and 12, at which the relationship be- 
tween ocean freight rates applying to European and United 
Kingdom ports from North Atlantic, South Atlantic, and Gulf 
ports was one of the principal matters under consideration, ad- 
journed July 12 without taking definite action with the under- 
standing that another conference would be called within the next 
thirty days. Reorganization of the Shipping Board and the ap- 
pointment of Vice-Presidents Smull, Love and Frey to take 
charge of the divisions of operations of the board resulted in 
the decision to postpone definite agreements until a later date. 

“The conference concluded this deference was advisable 
under existing conditions in shipping circles,” it was announced. 

W. B. Keene, who has been acting director of operations of 
the Shipping Board, presided as chairman of the conference. 


ILLINOIS COAL RATE 


In docket No. 12668, Poehlman Brothers Co. et al. vs. Director- 
General, et al., hearing on which was held before Examiner 
Howard Hosmer in Chicago, July 12, the complainants seek 
reparation on approximately 2,500 carloads of coal which moved 
during and since federal control between mines in central and 
southern Illinois and Edgebrook and Morton Grove, IIl., where 
the complaining companies have greenhouses. J. E. Hart, traf- 
fic director for Poehlman Brothers as well as the George Witt- 
bold Company, also complainant, said that the rate assessed 
these companies on coal from the Illinois field was the Chicago 
rate plus a local beyond amounting to 75 cents a ton. It was this fac- 
tor of the rate which he attacked, asserting that Desplaines, 
a point 2 miles more distant from Chicago, at which numerous 
competing floral companies had greenhouses, had a rate of 10 
cents over the Chicago rate on coal from the Illinois fields. 
The same, he said, was true as to a number of other competing 
points in the same general location. 


August Poehlman, president of the Poehlman Company, said 
that the cost of fuel represented more than 50 per cent of the 
operating cost of his business. He said that the 65 cents per 
ton difference in the rate between Morton Grove and competing 
points made it very difficult to do business profitably. The Witt- 
bold Company, moreover, according to the witness, was located 
within the outer zone of the Chicago switching district and was 
assessed the 75 cent rate from Chicago because of the fact that 
it received its coal shipments on team tracks located at Edge- 
brook. 


E. W. Soergel, assistant freight agent for the C. M. & St. P., 
defended the practice of his line in assessing a higher charge 
for shipment delivered on team tracks than on those delivered 
on private sidings. He said that if the carriers generally agreed 
to make reciprocal arrangements regarding team tracks it would 
result in a congestion detrimental to service. He admitted that 
the C. & N. W. did permit the use of some of its sidetracks with- 
out extra charge but that this did not justify the complainants’ 
demand for the same service on the St. Paul road. B. J. Rowe, 
coal traffic manager for the Illinois Central, said that the coal 
rates in this territory generally were the lowest in the United 
States. He pointed out that coal moving from Scranton to sea- 
board was assessed between 70 cents and $1 higher when des- 
tined to Manhattan or Brooklyn than that moving to Jersey City 
or Hoboken. 
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Ship Liable for Damages to Cargo, Without Bill of Lading: 
(Circuit Court of Appeals, Second Circuit.) A ship may be 
held liable in rem for damages to the cargo, even though no 
bill of lading or contract of affreightment was signed by the 
master; and hence, if negligence or fault was proved, the ship 
would be responsible, independent of the form of the contract 
of affreightment, or though the bill of lading was signed by 
the charterer, and not by the master.—J. K. Armsby Co. vs. 
Actieselskabet Dampskibet Island, 272 Fed. Rept. 266. 
—, Liens Arise When Cargo Received on Board, But Not 
efore: 

Reciprocal liens between the ship and cargo arise at the 
time that the cargo is received on board, but the obligation be- 
tween the ship and the cargo is mutual, and does not attach 
until the cargo is on board or in the master’s custody.—lIbid. 
Ship Liable in Rem for Improper Stowage or Rough Handling 

Before Voyage Begun: 

The obligation of the ship to the cargo, created when the 
cargo is received on board, is an obligation not to injure the 
merchandise by improper stowage or rough handling, and if 
she does there is a liability in rem, even before the voyage is 
begun.—Ibid. 

Ship Bound by Charterer’s Bill of Lading After Voyage Is Begun: 

When the vessel starts on the voyage, there is by implica- 
tion a ratification and adoption by the ship of the charterer’s 
contract with the shipper, and it is then bound by the charter’s 
bill of lading.—Ibid. 

Shipper Dealing with Charterer Cannot Recover for Damage Due 
to delay in Sailing Under Terms of the Charter: 

Where a shipper contracted with a charterer, and not with 
the ship, with knowledge that the charterer was not the owner 
of the ship, and the charter bound the ship not to sail until 
she had a full cargo, the ship was not liable to the shipper for 
damage to the shipment, due to delay in sailing while waiting 
for a full cargo.—lIbid. 

Delay in Sailing Does Not Establish Liability, Unless Vessel Has 

Reasonable Ground to Anticipate Damage: 

Delay in sailing alone does not necessarily establish a ship’s 
liability for damage due to the delay, and there is no liability 
unless the vessel had reasonable ground to believe that the 
delay would damage the cargo.—Ibid. 

Shipper of Perishable Freight Takes Risk of Reasonable Delay 
in Sailing: 

A ship is not bound to sail any more quickly because:a 
single item of the cargo is perishable, and the shipper takes the 
ound of the reasonable time for sailing, whatever it may be.— 

i 


Shipper’s Lack of Knowledge of Terms of Charter of Which He 

Knew Immaterial: 

Where a shipper knew he was dealing with a charterer and. 
putting his goods on a hired vessel, it was immaterial that he 
neither knew nor inquired concerning the exact terms and con- 
ditions of the charaer party.—Ibid. 

Master, Signing Bill of Lading, Contracts for His Principals: 

A bill of lading is both a receipt and a contract, and if a 
Shipowner’s master signs the bill, he receipts and contracts for 
his own principals.—Ibid. 

Charter’s Bill of Lading Not Equivalent to Master’s, Though 

Charter Required Master to Sign Bills: 

A bill of lading signed by a charterer was not equivalent 
to one signed by the master, as respected the liability of the 
ship, though the charter party required the master to sign bills 
of lading, and, under the owner’s instructions, he refused to 
do so.—Ibid. 

Union of Ship and Cargo Gives No Privilege or Lien for Delay 
in Sailing: 

The mere union of ship and cargo arising from the loading 
of the cargo on the ship gives no privilege under continental 
marine law for damages from delay in sailing, and no lien under 
American Maritime jurisprudence for such delay, where the 
shipper knew he was dealing with the charterer and took the 
charterer’s bill of lading.—Ibid. 

Shipper, Knowing of Charter, Could Look Only to Charterer for 

Delay in Sailing: 

A shipper who knew that the ship was under charter is 
presumed to know that charterers direct the movements of the 
ships they hire, and can look only to the charterers for delay 
in sailing.—Ibid. 

Ship Not Liable for Freight Prepaid Charterers on Goods Taken 

Off by Direction of Captain: 

(District Court, E. D., New York.) Prepaid freight on goods, 
put on board a chartered steamship and taken off before the 


(District Court, D., New Jersey.) A master operating a 
vessel on shares is not ipso facto an owner pro hac vice and 
an express agreement by which possession and control of the 
vessel is surrendered to him, or circumstances from which such 
agreement can be inferred, must be shown.—Peters vs. Rohrmau 
et al., 272 Fed. Rept. 338. 

Master Held “Owner Pro Hac Vice,” and Owners Not Liable 
for His Breaches of Contract: 

Where the master of a vessel had sole control of the man- 
agement and navigation, employed the officers and crew, made 
all charters, determined the voyages to be made, collected the 
earnings, and, after taking out charges, etc., divided the re- 
mainder into two parts, paying the wages, provisions, and ex- 
penses of the crew from his part, and dividing the other part 
among the owners, after deducting cost of repairs and renewals, 
he was the owner pro hac vice, and part owners were not liable 
for breach of a charter made by him.—lIbid. 

Minority Owners Not Liable for Breach of Charter, Where They 

Protested, and Master Bought Their Interests: 

Where owners of minority interests in a vessel, on learning 
of the making of a charter party at a time when there was 
submarine peril, protested, and the master thereupon purchased 
their interests in the vessel, they were not liable for the breach 
of the charter, even though the master was a managing owner, 
and not an owner pro hac vice, this amounting to a sufficient 
dissent, accompanied by a surrender of their right to share 
in the profits.—Ibid. 








* 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
Digests taken f: Reporters and Dig if 1 Report 
: System, published by West Pu Pa Publishing Co., Se.Paul, Mine ” 
Copyright by West Publishing C 0.) 
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LOSS OF OR INJURY TO GOODS 


Injury by Failure to Furnish Telephone Service Actionable: 
(Supreme Court of Nebraska.) Telephone companies are 

under the duty of furnishing to their subscribers reasonably 

prompt and efficient service in giving them connections with 
other subscribers, and they are liable for any pecuniary loss 
directly traceable to a breach of such duty as the proximate 

cause.—Peterson vs. Monroe Independent Telephone Co., 182 

N. W. Rept. 1017. 

In an action to recover for the loss of horses alleged to 
have died for want of medical treatment prevented by the neg- 
ligent failure of a telephone company to connect the plaintiff 
with a veterinary surgeon, the averment in the petition that the 
horses, if afforded such treatment, could with reasonable prob- 
ability have been saved, is not so uncertain and conjectural as 
to = the petition demurrable, but the question is one of fact. 
—Ibid. 

Burden on Plaintiffs to Show Non-delivery: 

(Supreme Judicial Court of Massachusetts, Suffolk.) In an 
action against a carrier for non-delivery of freight, the burden 
of proving non-delivery was on plaintiffs, and where defendant 
did not set up an affirmative defense, but offered evidence 
merely tending to show delivery to plaintiffs’ authorized agent, 
the introduction of some evidence for plaintiffs tending to show 
non-delivery to them or their agent did not place the burden 
on defendant, and it remained on plaintiffs throughout the case. 
—Nollman et al. vs. New York, N. H. & H. R. Co., 131 N. E. 
Rept. 195. 

Carrier Liable for Damages Proximately Caused by Act of God 
if Failure to Prevent or Mitigate Contributed to Loss: 
(Supreme Court of Idaho.) The distinguishing character- 

istic of an “act of God” is that it proceeds from the forces of 

nature alone. to the entire exclusion of human agency.—Rice 

vs. Oregon Short Line R. Co., 198 Pac. Rept. 161. 

When an act of God is relied upon as a defense in an action 
for damages, it is not sufficiently accurate to instruct the jury 
that a natural event is an act of God if it be not reasonably 
‘anticipated, since the reasonableness of the anticipation in such 
cases is not to be tested by ordinary standards.—lIbid. 

A carrier is liable for damages proximately caused by an 
act of God, in case its failure to use reasonable diligence to 
prevent or mitigate the damage contributes to the loss.—Ibid. 
Who Is “Initial Carrier’ Under Subsequent Contract of Ship- 

ment Stated: 

Under the Carmack amendment (U. S. Comp. St., pp. 8604a, 
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8604aa), liability of a carrier for damages as initial carrier de- 
pends upon the reception of goods in one state for transporta- 
tion to a point in another state or territory, rather than the 
intention which the shipper may have had at the time of load- 
ing the cars, but which does not find expression in some form 
of contract, and, where all the obligations of a previous contract 
of shipment are terminated, and there has been a delivery to the 
consignee prior to the making of the subsequent contract for 
shipment into another state, the carrier receiving the property 
under the subsequent contract of shipment is the initial carrier. 

—Ibid. 

Damages Not Recoverable for Error in Transmission of Inter- 
state Unrepeated Message, in View of Contract Limiting 
Liability: 

(Court of Appeals of Kentucky.) Telegraph company was 
not liable to addressee for error in transmission of unrepeated 
interstate message where the contract under which the telegram 
was received and transmitted limited liability in such case to 
cost of sending message, and where the claim for damages was 
not presented within 60 days after the telegram was filed with 
the company for transmission, in view of act Cong. June 18, 
1910 (U. S. Comp. St., p. 8563), providing for regulation of inter- 
state commerce by telegraph by Congress.—Western Union Tele- 
graph Co. vs. Chas. C. Brent & Bro., 230 S. W. Rept. 921. 
Telegram Between Two Points in State Relayed Through Other 

State Held “Interstate Message:” 

A telegram between two points within the state relayed 
through other state held an interstate message.—Ibid. 
Limitations of Liability Sanctioned by Interstate Commerce Com- 

mission Are Binding: 

(Circuit Court of Appeals, Ninth Circuit.) Under act June 
18, 1910, bringing the interstate business of telegraph companies 
under federal control, where a company’s rules limiting its lia- 
bility for mistakes or delays in transmission or delivery are on 
file with the Interstate Commerce Commission, their reasonable- 
ness is primarily a question for the Commission to determine, 
and, when sanctioned by the Commission, they are binding.— 
Czizik vs. Western Union Telegraph Co., 272 Fed. Rept. 224. 
Limitation of Liability Held Inapplicable to Total Failure to 

Transmit: 

Conditions on the back of telegraph blanks, providing that 
the company should not be liable for mistakes or delays in 
transmission or delivery, or for non-delivery, except for specified 
amounts for unrepeated and repeated messages, or for more 
than $50 in any case unless a greater value was stated and an 
additional sum paid, and that it should not be liable unless the 
claim was presented in writing within 60 days after the tele- 
gram was filed, had no application to the company’s gross neg- 
ligence in totally failing to transmit a message at all.—Ibid. 
Provision as to Non-liability for Obscure Messages Held Inap- 

plicable: 

A condition on the back of a telegraph blank, providing that 
the company should not be liable for errors in cipher or ob- 
scure telegrams, held to have no application to a message trans- 
mitting a third party’s offer to purchase stock, it being perfectly 
plain on its face.— Ibid. 


Difference Between Offer for Stock and Subsequent Value Held 
Measure of Damages: 


Where a telegram sent to plaintiff, stating that a third party 
offered $90 a share for stock in a bank, was not transmitted, 
and if plaintiff had received it he would have sold at that price, 
but a few days afterward the bank failed, and the stock became 
practically worthless, the measure of damages was the dif- 
ference between the offered price and the value about the time 
plaintiff learned of the sending of the message and called upon 
the company’s manager regarding it.—Ibid. 





a 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
s . 





REGULATION OF COMMON CARRIERS ' 
Hauling Cement Material Held Switching Service, and Not Road 

Haul for Determination of Rate: 

(Supreme Court of Oklahoma.) When a cement company 
having its plant located five or six miles from its quarry, where 
it obtains its rock and shale used in the manufacture of cement, 
contracts with a railroad company to transport its rock and 
shale from the quarry to the plant, the rock and shale being 
loaded into the cars by the cement company’s employes, the 
railroad company by its employes attaches the engine to said 
cars, connects them up, hauls the loaded cars to the cement 
plant, and returns the empty cars to the quarry, this constitutes 
a switching service ,and not a road haul, notwithstanding the 
railroad company may use approximately five miles of its main 
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line of road in transporting such cars from the quarry to the 
plant and returning the empties to the quarry.—St. Louis-San 
Francisco Ry. Co. vs. State et al., 198 Pac. Rept. 73. 

Where a railroad company has transported crushed rock and 
shale from the quarry belonging to a cement company to its 
cement plant for a period of approximately ten years and han- 
died it as a switching service, the fact that the railroad com- 
pany attaches a caboose to the string of cars or puts a road 
engine on to perform this service or puts on a full train crew 
such as would be used in the regular road service and issues 
regular bills of lading for each car of rock or shale so trans- 
ported does not change the service from a switching service to 
a road haul.—lIbid. 

A careful examination of the evidence establishes that the 
service rendered in this case was a switching service; that the 


rate heretofore charged by the railroad company was exorbitant 
and excessive.—Ibid. 


Appeals from Rulings of State Corporation Commission to Su- 
preme Court: 

The State Corporation Commission is established and its 
powers are defined by the Constitution of the state. Among its 
duties, it exercises the authority of the state to supervise, regu- 
late, and control public service corporations, and to that end 
it mood been clothed with legislative, judicial and executive powers. 
—Ibid. 

An appeal may be taken by the corporation whose rates 
are affected or by any person or corporation deeming them- 
selves aggrieved by such action, and such appeal shall be of 
right and shall be taken to and reviewed by the Supreme Court 
only. The jurisdiction of the Supreme Court on such appeal is 
to consider and determine the reasonableness and justice of 
the action of the commission appealed from or any other mat- 
ter arising under such appeal. The order of the commission 
or rate fixed by it shall be regarded as prima facie just, rea- 
sonable and correct; if in the opinion of the court the evidence 
taken before the Corporation Commission and certified to the 
court overcomes this prima facie presumption, it is then the 
duty of the court to make such order or fix such rate as it deems 
just, reasonable and correct.—Ibid. 

When an appeal is taken from an order of the Corporation 
Commission fixing a rate to be charged by a public service 
transportation or transmission company to this court, it is tried 
by this court de novo upon the record and evidence introduced 
before the Corporation Commission and certified to this court. 
Upon a full consideration of the record, the order made by the 
commission, and the evidence introduced, it is the duty of this 
court to judicially determine and fix such rate as it considers 
just, reasonable and correct, irrespective of who appeals. In 
such cases it is not necessary to take a cross appeal.—Ibid. 


Corporation Commission May Fix Charges for Switching Service: 


On an examination of the record, the order of the Commis- 
sion, and the evidence, we think the evidence overcomes the 
prima facie presumption in favor of the order of the Commis- 
sion; the rate fixed by the Corporation Commission is too high; 
that 16.875 cents per ton, when loaded in cars furnished by the 
railroad company, is a fair and reasonable rate and charge for 
the transportation of the crushed rock and shale from the quar- 
ries of the Oklahoma Portland Cement Company at Lawrence to 
wes _ at Ada, minimum carload to be marked capacity of car. 
—Ibid. 

The record examined,. and held that the Corporation Com- 
mission had jurisdiction and authority to hear and determine 
this proceeding and decide what was a reasonable rate to be 
charged for the service rendered.—Ibid. 


Commission’s Order Permitting Carriers Participating in Division 


of Through Rate on Coal Bought by It Shipped from Point 
on Other Line Held Valid: 


(Supreme Court of Texas.) Under Rev. St. 1911, art. 6654, 
pp. 5, 6, an order of the railroad commission, permitting a car- 
rier, shipping coal purchased by it from a point on another line 
to a point on its own line, to participate in a division of the 
through rate, held valid, such order applying only to shipments 
actually hauled to the point of destination, and not stopped at 
the junction point of the two lines.—Railroad Commission of 
Texas vs. Rio Grande & E. P. Ry. Co., 230 S. W. Rept. 974. 


Shipper Held to Have Acquiesced in Notice Under Demurrage 
Rule Given Before Actual Arrival, So as to Be Liable: 
(Circuit Court of Appeals, Eighth Circuit.) Where the 

railroads, the state commission, and a chamber of commerce 

representing the shippers, to avoid congestion at a terminal, 
agreed that cars of wheat should be inspected at outside sta- 
tions before arriving at the terminal, and manifests forwarded 
to the shipper, which were to take the place of the written notice 
of arrival required by the demurrage rule on file by the carrier, 
a shipper, which had acquiesced in such practice by receiving 
manifests so furnished, and had on previous occasions paid de- 
murrage, is liable for such demurrage on subsequent shipments, 
before he gave notice of refusal to abide by the practice, though 
he claimed that the demurrage previously paid was on cars of 
whose actual arrival he had personally learned.—Minneapolis, St. 
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Pp. & S. S. M. Ry. Co. vs. Van Dusen Harrington Co., 272 Fed. 
Rept. 255. e 

Under the demurrage rule established by carriers, which 
recognizes the validity of agreements in lieu of written notice 
required by the rule, a general practice existing at a terminal, 
for the mutual benefit of consignees and carriers, and generally 
acquiesced in by the former, is equivalent to an agreement.—Ibid. 


LIVE STOCK LOADING AND UNLOADING 


An echo of the live stock loading and unloading dispute, 
which was settled by the Commission in 58 I. C. C., 164-168, was 
heard before Examiner Hosmer in Chicago, July 14. The case, 
No. 12614, Chicago Live Stock Exchange vs. A. T. & S. F., Di- 
rector-General, et al., was brought in an effort to collect repara- 
tion covering the charges assessed for loading and unloading 
live stock at the Union Stock Yards, Chicago, between May 
17, 1917, the date of the filing of the original complaint, and 
March 1, 1920, when the carriers ceased collecting such charges. 

In the original decision cited above, the Commission ruled 
that the collection of separate charges from shippers for the 
unloading and loading of live stock in addition to the rates to 
and from the Chicago stock yards was unlawful and unreason- 
able. Reparation was awarded under rule V. Relying on this 
finding of unlawfulness, the Chicago Live Stock Exchange 
brought the present complaint through which it hopes to recover, 
for the farmers and shippers with whom its members deal, such 
charges as were collected subsequent to the filing of the original 
complaint, as well as on all intrastate shipments in Illinois which 
were not included in that complaint. Nothing in the way of 
additional evidence to prove the unreasonableness of the practice 
of charging the shipper for the service of loading and unloading 
was put in, C. R. Hillyer, attorney for the exchange, relying on 
the record in the previous case. 

D. C. Mosier, vice-president of the exchange and chairman 
of its transportation committee, and a member of the firm of 
Rosenbaum Brothers Company, commission merchants, testified 
as to the practices and customs that governed the relations be 
tween the live stock shippers and the commission men. He en- 
deavored to show that the general practice gave the commission 
men a clear right to speak for the shipper and endeavor to cal- 
lect reparation in his behalf—in many instances, he said, com- 
mission men possessed the power of attorney of his customer. 
Connections between the commission merchants and the Live 
Stock Exchange was then explained in an effort to show that 
that oragnization was legally empowered to act for its members, 
some 500 in number. A list of shippers, totaling more than 
300,000 names, was introduced. The reparation involved was 
variously estimated at from $500,000 to $600,000. 

The traffic manager for the exchange produced a list of 
claims arranged on forms which he said had been approved of 
by the Commission and by accounting officers of the various 
railroads involved. Thomas M. Woodward, attorney for the Di- 
rector-General, raised numerous objections to the competency 
and the legality of the evidence. He claimed that no direct con- 
nection between the shipper and the exchange had been shown, 
that on the showing made it was not even clear whether the 
owner of the stock shipped, and therefore the payer of the 
transportation charges would receive the money if reparation 
were awarded. He insisted that specific shipments be identified 
by the commission men and objected to the introduction of the 
list of claims as hearsay evidence. 

The debate at times became acriminous and ended in a re- 
quest made by Mr. Hillyer for a further hearing so that the 
records could be put into the shape suggested. He also suggested 
that the Commission issue a subpoena for the records of the 
Stockyards Joint Agency, which he said was the only place at 
which original records of the shipments were kept. 

It had been the intention of the carriers to insist that the 
exchange was seeking reparation from parties who never re- 
ceived the moneys collected for loading and unloading. These, 
it was their position, were paid to the Stockyards company and 
not to any carrier. No evidence was introduced by the railroads, 
however, they expressing a desire to withhold their testimony 
until the complainants shall have finished their case. 


ILLINOIS CENTRAL BONDS 

An application has been filed with the Commission by the 
Illinois Central, asking authority to issue and sell $8,000,000 of 
l5-year 6% per cent secured gold bonds, the proceeds to be 
used in retiring maturing indebtedness. The company has ac- 
cepted tentatively an offer from Kuhn, Loeb & Company, of New 
York, to buy the bonds at 93.75 of the face value. Authority also 
was asked to pledge the $8,225,000 of Illinois Central 4 per cent 
refunding mortgage gold bonds and $3,820,000 of Illinois Central- 
Chicago, St. Louis & New Orleans 5 per cent joint first and re- 
funding bonds as collateral for the proposed bond issue. In a 
separate application the Illinois Central and Chicago, St. Louis 
& New Orleans asked authority to issue $136,700 of 5 per cent 
joint first refunding mortgage bonds to reimburse the treasury 
of the Illinois Central for advances for additions and better- 
ments on the property of the C. St. L. & N. O. The Illinois Cen- 
tral proposes to use $120,000 of the issue as collateral in part 
for the proposed issue of $8,000,000 of bonds. 
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The French-Alsatian Potash Society has announced the ap- 
pointment of H. M. Runyon, manager of transportation, with 
headquarters at New York. 
Mr. Runyon has been ac- 
tively engaged in trans- 
portation work since 1892, 
at which time he entered 
the service of the GC. & 
O. R. R. at Cincinnati, in 
the office of the manager 
of the Kanawha Despatch. 
In the course of three 
years he held practically 
every position in that of- 
fice and was transferred 
to the New York office of 
the Kanawha Despatch, 
where he served as chief 
clerk and_= contracting 
freight agent until 1903, 
when he left the Kana- 
wha Despatch to become 
traveling freight agent of 
the Seaboard Air Line 
Railway, with headquar- 
ters in New York. A year 
later, the Rochester office 
of the Seaboard Air Line 
was established, with Mr. 
Runyon as commercial agent, and in 1912 he was transferred 
to New York as general eastern freight agent. During the war he 
was assigned to Railroad Administration work, handling grain 
moving through Gulf ports. March 1, 1920, he returned to the 
Seaboard Air Line and August 1, 1920, left railroad service to 
become manager of the nitrate agencies at Savannah, Ga., which 
position he resigned to take his present place. 

D. M. Swobe has been elected president and traffic manager 
of the McCloud River Railroad Company, San Francisco. 

C. F. Jones has been appointed traveling freight agent for 
the Akron, Canton & Youngstown and the Northern Ohio Rail- 
way, at Akron, Ohio. 

A. L. Griswold, for several years in charge of traffic and 
grain sales for the H-Q Hay and Grain Co., and C. C. Shaft, 
former president of that company, have formed a company for 
the wholesale handling of hay, grain, mill feeds and cottonseed 
products under the name of the Griswold-Shaft Hay and Grain 
Co., and have opened offices in Wichita, Kan. 

L. R. Capron has been appointed assistant freight traffic 
manager for the Northern Pacific Railway at Saint Paul. 

S. V. McLeod has been appointed purchasing agent for the 
Algoma Steel Corporation, Ltd., at Sault Ste. Marie, Ont., suc- 
ceeding L. L. Jacobs, who resigned. 

Frank C. Jerome has been appointed general eastern freight 
agent for the New York Central—West Shore Railroad at New 
York City, vice L. M. Souders, who resigned. 

The A. E. Staley Manufacturing Company, of Decatur, IIl., 
has announced the appointment of T. C. Burwell as traffic mana- 
ger, succeeding T. L. Wolf, who resigned. 

W. W. Creighton has been appointed traveling agent for 
the Chicago & North Western at Toronto, Ont. 

R. J. Marony has been elected vice-president of the Chicago, 
Milwaukee & St. Paul, in charge of its New York offices, succeed- 
ing George G. Mason, who resigned. 

W. W. Blakely has been appointed general freight agent for 
the Sharpsville Railroad at Pittsburgh, vice O. S. Lewis. 


DOINGS OF THE TRAFFIC CLUBS 


Members of the Transportation Club of Detroit, with their 
families and friends, will hold their annual excursion to Tash- 
moo Park, August 8. Transportation will be via the steamer 
“Wauketa.” A baseball game and other sporting events have 
been arranged. " 

The Chicago Traffic Club held a Golf Outing at the Racine 
Country Club, Racine, Wis., July 15. Prizes were awarded in 
various golf events. Luncheon and dinner was served at the 
country club. 

At a recent meeting of the St. Louis Traffic Club, a resolu- 
tion was adopted commending the efforts of the American mer- 
chant marine and urging all shippers and travelers to patronize 
American vessels. 

The third annual outing of the Akron Traffic Association 
will take place at Myers Lake, Canton, Ohio, July 27. Special 
cars have been provided from Canton to the Lake, and a num- 
ber of guests from Cleveland are expected to attend. The pro- 
gram includes two meals, swimming, and a baseball game be- 
tween industrial and railroad traffic men. 
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REVENUE FREIGHT LOADING 


The Trafic World Washington Bureau 


Loading of revenue freight failed to show an increase in the 
week ended July 2 over the_preceding week, a decrease of 253 
cars being shown by the weekly report of the car service division 
of the American Railway Association. The total number of cars 
loaded for the week was 774,808 as compared with 775,061 in 
the week ended June 25. In. the corresponding weeks of 1920 and 
1919 the loadings totaled 891,621 and 743,226, respectively. 

The highest point reached in loading in recent weeks—the 
highest point for the season to date—was in the week ended June 
11 when the number was 788,997. In the following week loadings 
dropped to 780,741 cars. 

In the week ended July 2 loadings of grain and grain products 
totaled 40,547 cars as against 38,821 in the preceding week. An 
increase also was reported in the loading of coal, 157,265 cars as 
compared with 156,999 cars in the preceding week. - Ore loadings 
increased from 28,921 cars in the week ended June 25 to 30,335 
in the week ended July 2, and merchandise, L. C. L., loading in- 
creased from 215,678 cars to 215,887 cars in the week ended 
July 2. Miscellaneous loading increased from 252,429 cars to 
253,955 cars in the week ended July 2. Decreases were shown in 
the loading of live stock, coke, and forest products. Live stock 
loading dropped from 28,229 cars to 24,923; coke, from 4,557 cars 
to 4,354 cars; and forest products, from 49,427 cars to 47,542 cars. 

Loading by districts in the week ended July 2 and the cor- 
responding week of 1920 was as follows: 

Eastern districts: Grain and grain products, 6,223 and 5,850; 
live stock, 2,511 and 2,798; coal, 41,021 and 56,089; coke, 867 and 
2,283; forest products, 4,704 and 7,944; ore, 2,076 and 7,705; mer- 
chandise, L. C. L., 57,572 and 24,635; miscellaneous, 70,872 and 
110,963; total, 1921, 185,846; 1920, 218,267; 1919, 176,888. 

Allgheny district: Grain and grain products, 2,318 and 2,277; 
live stock, 2,403 and 2,849; coal, 47,982 and 50,343; coke, 2,276 and 
4,858; forest products, 2,600 and 3,355; ore, 6,731 and 10,120; mer- 
chandise, L. C. L., 43,812 and 36,663; miscellaneous, 48,896 and 
61,608; total 1921, 157,018; 1920, 172,073; 1919, 149,916. 

Pocahontas district: Grain and grain products, 120 and 100; 
live stock, 116 and 212; coal, 24,773 and 23,283; coke, 12 and 607; 
forest products, 1,318 and 1,724; ore, 14 and 143; merchandise, 
L. C. L., 2,339 and 105; miscellaneous, 5,237 and 9,089; total, 1921, 
33,929; 1920, 35,263; 1919, 30,104. 

Southern district: Grain and grain products, 3,047 and 2,712; 
live stock, 1,667 and 1,912; coal, 20,471 and 24,067; coke, 384 and 
220; forest products, 14,991 and 16,385; ore, 481 and 3,085; mer- 
chandise, L. C. L., 37,394 and 24,710; miscellaneous, 34,653 and 
48,745; total, 1921, 113,088; 1920, 121,836; 1919, 107,953. 

Northwestern district: Grain and grain products, 10,356 and 
9,715; live stock, 7,199 and 7,121; coal, 5,687 and 10,822; coke, 
490 and 1,156; forest products, 12,586 and 14,076; ore, 19,659 and 
44,888; merchandise, L. C. L., 28,868 and 21,979; miscellaneous, 
33,204 and 44,118; total, 1921, 118,049; 1920, 153,875; 1919, 133,133. 

Central Western district: Grain and grain products, 13,038 
and 9,538; live stock, 9,107 and 9,930; coal, 13,771 and 21,813; 
coke, 178 and 440; forest products, 5,034 and 5,265; ore, 582 and 
5,084; merchandise, L. C. L., 31,118 and 32,758; miscellaneous, 
37,187 and 43,444; total, 1921, 110,015; 1920, 128,272; 1919, 97,093. 

Southwestern district: Grain and grain products, 5,445 and 
3,859; live stock, 1,920 and 2,241; coal, 3,560 and 6,617; coke, 147 
and 93; forest products, 6,309 and 6,916; ore, 792 and 647; mer- 
chandise, L. C. L., 14,784 and 16,801; miscellaneous, 23,906 and 
24,861; total, 1921, 56,863; 1920, 62,035; 1919, 48,139. 

Total, all roads: Grain and grain products, 40,547 and 34,051; 
live stock, 24,923 and 27,063; coal, 157,265 and 193,034; coke, 
4,354 and 9,657; forest products, 47,542 and 55,665; ore, 30,335 and 
71,672; merchandise, L. C. L., 215,887 and 157,651; miscellaneous, 
253,955 and 342,828; total, 1921, 774,808; 1920, 891,621; 1919, 
743,226. 

L. C. L. merchandise loading figures for 1921 and 1920 are not 
comparable, as some roads are not able to separate their L. C. L 


freight and miscellaneous of 1920. Add merchandise and miscellaneous 
figures to get a fair comparison. 





MAY RAILROAD REVENUE 


The Association of Railway Executives has issued the fol- 
lowing statement on May earnings of Class 1 roads: 


The railroads of the United States had a net operating income 
in May of $37,246,000, which was approximately $7,997,000 more than 
it was in April, according to reports filed by the carriers with the 
Interstate Commerce Commission. 

This is the largest amount earned by the railroads since last 
November, when their net operating income was $54,543,793. Com- 
parisons show that 80 railroads—28 in the Eastern, 19 in the Southern 
and 33 in the Western districts—had operating deficits in May, while 
in April the total was 91. 

On the basis of the tentative valuation fixed by the Interstate 


Commerce Commission for rate making purposes under the trans-- 


portation act, the amount earned in May would be at the annual 
rate of return of 2.41 per cent, compared with 2.2 per cent the 
previous month. The reports show, however, that the carriers fell 
short $55,490,000, or 59.8 per cent, of earning the amount contem- 
plated by the act. 

The tabulations are based on reports from 201 Class 1 railroads, 
representing a total mileage of 235,450 miles. 
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The effect of various efficiencies which the railroads have placed 
in effect since the traffic slump began late last fall, together with 
retrenchments which decreased. revenues forced the carriers. to 
make, are more clearly brought out in the reports for May than for 
any of the previous months, the ratio of operating expenses to rev- 
enues during the month falling to 85.4 per cent, compared with 86.69 
per cent in April and 87.19 per cent in March. 

Total operating revenues in May, according to the reports, were 
$444,566,000, or 2.8 per cent less than they were during the same 
month in 1920, while operating expenses totaled $379,715,000, or a 
reduction of 13.2 per cent compared with May last year. The net 
operating income was_ $37,246,000, compared with an operating 
deficit of $5,519,000 in May one year ago. 

During the nine months since September 1, 1920, when the guar- 
anty period expired, the net operating income of the carriers has been 
$316,302,000, which on the basis of their tentative valuation, would 
be at the annual rate of return of 2.41 per cent. This sum, however, 
is $469,696,000 below the amount contemplated to be earned under 
the rates established by the Commission. A peculiarity of the re- 
ports is the fact that the per cent earned during the nine months, as 
well as the percentage by which the roads fell short of the amount 
expected to be earned during that period, are identical with the corre- 
sponding percentages for the month of May. 

As has been the case in the previous months, the carriers in all 
districts fell far short of earning a return of 5% or 6 per cent in 
May. The net operating income of those in the eastern district was 
at the annual rate of 2.29 per cent; in the southern, 3.35 per cent, and 
in the western 2.30 per cent. 

Complete reports except for the Pittsburgh & Shawmut Rail- 
way Company show that the total operating revenues of the carriers 
in the eastern district were $203,794,000, or an increase of 1.5 per cent 
over that for May last year, while operating expenses totaled $173,- 
693,000, or a decrease of 14.9 per cent compared with the same month 
of the preceding year. Their net operating income during the month 
was $17,644,000, compared with an operating deficit of $14,225,000 in 
May, 1920. 

The operating revenues of the carriers in the southern district 
were $72,381,000, or a decrease of 2 per cent compared with May last 
year, while operating expenses totaled $62,970,000, or a decrease of 
6.3 per cent compared with May, 1920. The net operating income was 


— or an increase of 31.9 per cent over that for the previous 
May. 

Reports from the western district showed that the total operating 
revenues of the carriers was $168,391,000, which was a decrease of 
7.8 per cent compared with May one year ago. Their operating ex- 
penses totaled $143,052,000, which was a decrease of 14 per cent under 
those one year ago, while their net operating income was $14,056,000, 
or an increase of 212.3 per cent over that for May, 1920. 


REVENUE TRAFFIC STATISTICS 


The Trafic World Washington Bureau 


In the four months ended with April, 1921, freight revenue 
of 174 class I roads, exclusive of switching and terminal com- 
panies amounted to $1,230,541,239, as compared with $1,201,- 
626,334 in the same period of 1920, according to revenue traffic 
statistics issued by the bureau of statistics of the Commission 
July 9. 

Revenue tons carried one mile totaled 95,831,134,000 in the 
four months ended with April, as against 122,728,961,000 in the 
corresponding period of. 1920. Revenue tons carried totaled 
513,223,000, as against 664,517,000 in the same period of 1920. 

Miles per revenue ton per road amounted to 186.72 in the 
1921 period, as against 184.69 in the first four months of 1920. 
Revenue per ton mile amounted to 12.84 mills, as against 9.79 
mills in the 1920 period. Revenue per ton per road amounted 
to $2.40, as against $1.81 in the 1920 period. 

Passenger revenue in the four months ended with April 
totaled $380,623,577, as against 358,961,958 in the 1920 period. 
Revenue passengers carried totaled 351,469,000, as against 391,- 
778,000 in the 1920 period. Miles per passenger per road 
amounted to 34.47 in the 1921 period, as against 35.14 in the 
1920 period. Revenue per passenger-mile totaled 3.142 cents, as 
against 2.608 cents in 1920. Revenue passenger per car num- 
bered 16.39 in 1921, as against 18.88 in the 1920 period. 

In April alone freight revenue totaled $303,834,974, as com- 
pared with $268,018,374 in April, 1920. Revenue tons carried 
one mile totaled 22,783,939,000, as against 27,323,760,000 in April, 
1920. Revenue tons carried totaled 119,897,000 in April, as 
against 147,694,000 in April, 1920. Miles per revenue ton per 
road numbered 190.03, as against 185 in April, 1920. Revenue 
per ton mile amounted to 13.34 mills, as against 9.81 mills in 
April, 1920. Revenue per ton per road amounted to $2.53, as 
against $1.81 in April, 1920. 

Passenger revenue totaled $90,354,034 in April, as compared 
with $92,670,719 in April, 1920. Revenue passengers carried 
totaled 83,366,000, as against 98,428,000 in April, 1920. Miles per 
passenger per road amounted to 33.98 in April, as against 36.09 
in April, 1920. Revenue per passenger mile amounted to 3.190 
cents, as against 2.608 cents in April, 1920. Revenue passengers 
per car numbered 15.60, as against 19.50 in April, 1920. 


AUTHORITY FOR NEW LINE 


The Oklahoma & Arkansas Railway Company has applied 
to the Commission for authority to construct a line of railroad 
about twenty miles long extending from a connection with the 
main line of the Kansas, Oklahoma & Gulf at Salina, Okla., to 
Kansas, Okla. No railroads now reach the territory which 
would be served by the road, it is stated, and a large amount 
of hardwood timber could be marketed if the road were built. 
It is estimated it will take ten to fifteen years to remove the 
timber after which the land adapted for agriculture will be 
developed. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men 
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LOSS OF RAILROAD INITIATIVE 


Editor The Traffic World: 

The editorial in the July 2 Traffic World, page 7, “Loss of 
Railroad Initiative,” is much to the point and represents just 
about the experience that is had in dealing with railroad com- 
mittees at the present time. In so far as procedure is con- 
cerned, especially with certain committees, they might almost 
as well have discontinued functioning, and, in the writer’s opin- 
ion, the thing goes a little further than stated by you, to the 
point that, where recommendations may be actually made by 
a local committee familiar with the particular proposition, reach- 
ing advisory or other committees that have only a statistical 
interest in the proposition, the attitude appears to be quite 
generally that, Congress having enacted the law and the Com- 
mission having prescribed a certain fixed basis of rates, the 
shipper, if he desires any relief, is left with the recourse of 
seeking it from the Commission, which made the order. 

In other words, the carriers are, in a great measure, taking 
the attitude that if they make a reduction, regardless of the 
merit of the proposition and regardless of changed conditions, 
they will subject themselves to serious criticism. This, in the 
writer’s opinion, relates quite generally’ to applications for 
changes in individual rates, and the same theory does not ap- 
pear to prevail to such an extent where the suggestion for a 
change in rates comes from the carriers, regardless of the mag- 
nitude of the proposition. The present basis of functioning of 
these committees is not unlike the Railroad Administration’s 
distriet rate committees, except that the shipper is permitted 
to appear and deliver his oration and then depart, and the mat- 
ter of a decision is one of an ex parte nature. 

I believe that the shipping public looks for a little more 
than this from the carriers, and that the time will eventually 
come when carriers will have to change their method of func- 
tioning on these rate committee matters, or change their manner 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMANE 
and THE TRAFFIC WORLD is the logical medium for getting th: 
men and the positions in touch with each other. The rates fo: 
classified advertisements ars as follows: First insertion, $1.00 pe: 
line: minimum charge, $3.00; succeeding inserttons, per line, 50c; 1 
words to the line; numbers and abbreviations counted as words: 
: Henn type; payable in advance. Answers to keyed advertisement: 

arded free and all correspondence held in strict confidence. The 

FFIC WORLD, 418 South Market Street, Chicago, Ill. 


TRAFFIC WORK WANTED—Traffic Man, well posted and 
equipped, can take on entire traffic work of one more firm in Central 
West very reasonable. as side line. Get my proposition. Address 
“Work,’’ care of Traffic World, Chicago. 

















FOR SALE—Several carloads of first-class No. 1 oak, 6x8-8 feet, 
eens | — for immediate shipment. L. E. Pearson, Edwards- 
urg, cn. 





_ TARIFFS — CLASSIFICATIONS — EXCEPTIONS WANTED—All 
kinds, particularly Leland’s, Davis’, Kelly’s, Speiden’s, etc. Interstate 
Traffic Co., 1314% Main St., Dallas, Texas. 


Reduce Damage Claims 


by nailing your boxes and crates right. Use nails of the 

right size, spaced to suit the kind and thickness of wood 

used. Our pamphlet on nailing tells you how. It is free. 
Write for it. 


National Association of Box Manufacturers 
1553 Conway Building, Chicago 


FOREIGN TRADE 


DO YOU EXPORT? DO YOU IMPORT? 


If so, let us figure your laid-down cost. If not, let us tell you how 
easy and desirable it is to get into foreign markets 


Aetna Service Company, paddy pet pte val Forwarding Agents 
Suite 1201, 14 East Jackson Bollevard, Chicago 
Agents Throughout the World. Phone Harrison 1048 
New York Boston Philadelphia Baltimore New Orleans Seattle San Francisco 





_ the opinions expressed in your editorial. 








of arriving at conclusions. Why the present arrangement should 
obtain in respect to the dealing between shippers and railroad 
committees is not well understood in view of the fact that a 
shipper, in dealing with the Consolidated Classification Com- 
mittee, as an example, has an opportunity of hearing some of 
the facts of the other side of the case and knowing about what 
any objections to his application will be, if any; and it is re- 
spectfully suggested that if there was a little more inclination 
toward both sides being given possession of the facts prior to 
some of the decisions that are made by these committees, there 
would be a much more satisfied shipping public and there would 
be manifestly a less number of adverse decisions made. 
American Box Board Co., 
R. L. Tuttle. 
Grand Rapids, Mich., July 11, 1921. 


REGRETS PUBLICATION OF LETTER 


Editor The Traffic World: 

Under date of June 8 I wrote you expressing my personal 
opinion on the adjustment of freight rates. This letter was 
published in your June 8 issue. It was not my intention to 
have you publish my letter. What induced me to write it was 
I presumed your pub- 
lication received daily expressions from its readers on the topics 
of the day and views published by you and that it was in this 
way you kept in touch with the thoughts of your readers. I 
regret that I failed to ask you not to publish my letter, as it 
merely expressed my personal opinion and not that of the com- 
pany by which I am employed. I respectfully ask you, there- 
fore, to publish this as a withdrawal of my letter of June 8. 

Earl W. Seidler. 





Bethlehem, Pa., July 7, 1921. 


LEGISLATION NOT A CURE 


Editor The Traffic World: 

The often accused and not always guiltless railroads are 
undergoing a Congressional investigation, the: avowed purpose 
of which is to determine their true condition and what is 
necessary to rehabilitate and bring them to a prosperous con- 
dition. 

After thirty-two years of regulation by the Commission 
and the various state regulatory bodies it is beginning to dawn 
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HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
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We Have Established Such an Office for You 
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TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2216 417 SOUTHERN BUILDING 
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on the makers of our laws that they cannot legislate the 
“hazard” out of business or legislate profit into it. One of the 
fallacies of the regulation attempted is the fact that conferring 
authority on some commission or other body by law to do a 
certain thing does not carry with it the ability to execute. 

Before the Labor Board and the Congressional committee 
the representatives of the railroads have spent much of their 
time weeping over the pay roll inherited from the late govern- 
ment railroad administration and any who have familiarized 
themselves with the inconsistencies of some of the agreements 
and practices may well be excused for expressing sympathy for 
the managers. 

During the period of government control the management 
looked to the government for guaranty of dividends and the 
employes to the same source for adjustment of wages.. In fact 
the “switch-shanty” talk of the employes reached Congress 
and the President and they received more attention than the 
management and were assured “they were not going to be 
kicked around anymore” and that they would get remunerative 
wages, resulting in the railroad management and the employes 
having representatives before some administrative body most 
of the time during government control. 

The result to the management and the employes was de- 
moralizing and there was an almost unbelievable decline in 
efficiency. One comparison of 1917 to 1919 conditions for illus- 
tration is sufficient. One railroad employing, in 1917, under 
private control, 147,718 men, had, in 1919, 168,892 men, an in- 
crease of 14 per cent. Traffic units in 1917 were 168,000,000; 
in 1919 they were 150,000,000—a decrease of 11 per cent. Shop 
efficiency fell off 40 per cent. Traffic units per employe fell 
from 113,392 to 89,308. In other words, it took 14 per cent more 
men to do 11 per cent less work and 10 men under government 
control to perform the service.performed by 6 men under private 
control. / 

There are extenuating circumstances. The world war took 
from the railroads 10 per cent of their experienced men and the 
Adamson law changing the basic day from 10 to 8 hours in 


nearly all lines of employment necessitated employment of many 
more men. 


The demonstration of improved efficiency after return to 
private control is still fresh in the minds of the public and great 
credit is due to the management and the employes for the ac- 
complishment, but it is well to bear in mind the fact that there 
would have been no improvement had it not been for the insist- 
ence of the management that it be brought about. 


On the part of the employe at the present time there is much 
apprehension as to wage reductions that are to come. The 
fact that efficiency of the employe is the only gauge by which 
his share of the burden can be determined must not be lost 
sight of, nor should it escape the attention of the management 
that too radical’ reductions would cause the carriers to suffer 
from loss of morale and loss of experienced men, who, when 
the opportunity offered, would seek employment in other lines. 

There has never been a time when there was more urgent 
need of competent supervision of employes and proper conduct 
by competent supervisors would do much to overcome the blight- 
ing influence of the agitators who have entrenched themselves 
in the ranks of the employes and created prejudice against the 
management. The treatment of employes on most lines can be 
improved, for it is a fact that the employes and the manage- 
ment have drifted far apart in the last three years. Even in the 
matter of wage reductions, assurance on the part of the manage- 
ment that inequalities will be adjusted will have a salutary 
effect on the morale of the employes. 


Radical wage reductions will no more restore the railroads 


to prosperity than did the rate increases effective August 26, 
1920. 


It is estimated that the 12 per cent wage reduction effective 
July 1 will reduce the pay roll $400,000,000; abrogation of war 
time agreements, $375,000,000; estimated reduction of force, 300,- 
000 men, $400,000,000; enforcement of rates ex parte 74 in states 
resisting the order add to revenue, $375,000,000; so, theoretically, 
at least, the railroads will have effected a saving, and have addi- 
tional revenue of $1,550,000,000 by July 1. 


A net of $1,080,000,000 will pay the 6 per cent the carriers 
are permitted to earn. However, these figures will work out 
in actual practice much the same as taking the gross earnings 
and adding a rate increase of 35 per cent to bring the earnings 
up to some desired amount. This was about the average in- 
crease under Ex Parte 74, and it has resulted in the complete 
paralysis in the movement of some commodities and reduced 
the movement of many others regardless of the .propaganda 
freely spread at the time the increases were effective as to 
how little it would amount to to the consumer, and has resulted 
in a rising tide of indignation on the part of the public that 
imperils private ownership and operation and creates an im- 
proper attitude of condemnation of the railroad employe on the 
part of the public as being responsible for the existing condi- 
tions. 

The results will be disastrous to both the railroads and the 
employe if there is not some assurance of relief. No traffic 
man familiar with the rate structure as it was built up in this 
country up to 1887 will deny the fact that a straight percentage 
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increase will create inequalities that will absolutely prohibit 
the movement of many commodities. 

It is the rate structure on which the nation was developed 
and was followed strictly up to the 25 per cent increase under 
government control and in that increase inequalities were cared 
for by qualifications as to maxima on certain commodities. 

The present increase was an emergency measure and granted 
with the understanding that the carriers would, of their own 
motion, set about to correct the inequalities. While it is true 
that many reductions have been made, very little publicity has 
been given. 

No one familiar with the history of the percentage increases 
during government control and the recent increase would advo- 
cate a general percentage reduction, for it would result in added 
confusion to an already chaotic condition. 

The carriers are now on a safe footing and after July 1 
will earn their 6 per cent, for there is business enough that 
must move even at present rates to sustain them. The general 
business of the nation will suffer and the peril of government 
ownership will again be agitated or pressure will be brought 
to bear on Congress to enact more legislation that will be di- 
rected to injure the carriers. 

The readjustments of rates will require the best talent of 
the carriers and can only be brought about effectually by nego- 
tiation between the carriers and the shippers. It will be well 
for the public to bear in mind the fact that rate adjustment is 
always an intricate problem .and now greatly complicated by 
the percentage increases. The carriers will be driven to bank- 
ruptcy if rates remain too high, just as surely as with them 
too low. 

One new factor entering into the readjustment of rates is 
the fact that the carriers will have all the business under 
normal conditions that they will be able to handle, due to a 
great extent to the fact that the automobile truck and tractor 
have brought three times the territory formerly served by the 
carriers into touch with the transportation lines. This is espe- 
cially true in the agricultural districts of the west where farm 
products now move 20 to 25 miles from each side of the rail- 
road lines to market. Tne little trucking business built up in 
competition with the carriers is a small item compared to the 
business now brought to the carriers by the same means. 

The situation sums up as follows: The principal concern of 
the employe is “wages”; of the management, “dividends”; of 
the public, efficient service at reasonable rates. Each is en- 
titled to what it seeks and it can be attained—on the part of 
the employe by rendering efficient service and, for the time 
being, at least, forgetting “wages” and bearing in mind the fact 
that indifferent service, grudgingly rendered, will surely result 
in disaster to the carriers and to the employe; on the part of 
the management, by humanizing the service, immediate resort 
to proper and efficient supervision, encouraging the employe to 
realize the fact that he is a very necessary part of the transpor- 
tation machine, and that on his efforts depends the success of 
the management; by resurrection of the traffic departments of 
the various lines to make an intensive study of local condi- 
tions, of business available and, wherever justified, in bringing 
about reductions of rates that will increase volume of business 
and net earnings; on the part of the public by realizing that 
its interests, those of the carriers, and of the employes are one 
and that legislation will not cure the present situation; that 
it is one which must be worked out in the interests of the pub 
lic and the carriers by hearty co-operation. 

Working together, the situation will be cleared, not im- 
mediately but in much less than in the 32 years that has been 
spent in trying to “legislate” a cure. 

If properly handled, the carriers will be making excuses in 
August for not being able to handle the business offered them. 

Sidney, Neb., June 30, 1921. M. A. Shipman. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Burcau 


The average daily number of surplus cars in the period June 
23 to 30 was 373,791, as compared with 377,850 the preceding 
week, according to compilations made from carriers’ reports by 
the car service division of the American Railway Association. 
There has been a slight recession each week in the number of 
surplus cars for a considerable period. 

The surplus for the period ended June 30 was made up of 
the following classes of equipment: Box, 133,796; ventilated box, 
4,825; auto and furniture, 7,677; total all box cars, 146,298; flat, 
14,258; gondola, 116,159; hopper, 46,378; all coal, 162,537; coke, 
11,526; S. D. stock, 17,420; D. D. stock, 750; refrigerator, 11,529; 
tank, 914; miscellaneous, 8,559. 

The average daily shortage was 663 cars, made up of the 
following classes of equipment: Box, 173; auto and furniture, 
14;; flat, 4; gondola, 292; hopper, 18; S. D. stock, 20; D. D. stock, 
12; refrigerator, 130. 

LOAN TO CBRIARLES CITY WESTERN 

The Commission has approved a loan of $140,000 to the 
Charles City Western Railway Company to aid the company 11 
meeting its maturing indebtedness aggregating $277,920, leav- 
ing $137,920 to be financed by the carrier. 
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PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 


Four Warehouses on Terminal Tracks 
255,000 Square Feet 


| Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD] SHIPMENTS 





Know the Rules 


HE CIRCULAR illustrated 
contains the latest rulings of 
the express and railroad com- 
panies cn the marking of goods. 


Tell us how many copies you 
would like and we shall gladly 
send them along. Address: 


DemnisoncMlanufachwing Sw. 


Dept. TW Framingham, Mass. 
Sales Offices in 24 Large Cities 
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Railroad Accounting Service 


Valuations— 
Cost Statistics 


Vv Systems for Accounting Offices 


A corps of thoroughly experienced railroad accountants 
and analysts are available for the preparation of Federal 
Control and Guaranty Claims. 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 
Mills Bldg., Washington, D.C. Twenty East Jackson, Chicago 
By Appointment—Special Accountants, American Short Line Railroad Assn 
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HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 
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WOOD BOXES 


Are the Safest Containers 


We Manufacture Only 

Quality Containers for 

Domestic and Export 
Shipments 


Box Shooks—4-Ones—Any Size or Style 


DAVID M. LEA & CO., Inc. 


RICHMOND, VA. 


REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 


MONTREAL PHILADELPHIA 
BOSTON PORTLAND, ME. 


NEW YORK 
BALTIMORE 
and 

QUEENSTOWN ANTWERP BRISTOL 
PLYMOUTH HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG SOUTHAMPTON DANZIG 
LEVANT 
Import and Export.Freight Shipments Solicited 

COMPANY’S OFFICES, Cunard Building, CHICAGO 

S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


DALLAS,TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 





We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 





Speed Up 
Shipments 


Ideal Stencil Machines pro- 
vide the most speedy, accu- 
rate and legible method of 
marking all shipments—and 
jnsurance against delays. 





Write for sample stencils and 
illustrated booklet ‘‘Safe- 
guarding Your Shipments.’’— 
Free. 


IDEAL STENCIL MACHINE 
COMPANY 


20 Ideal Block 
Belleville, Illinois, U.S. A. 
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PENNSYLVANIA WORKING RULES 


Strenuous objection to one of the principles laid down by 
the Labor Board in its decision No. 119, abrogating the national 
agreements, threatens, for the time being, to render useless a 
great deal of the work done in arriving at that decision. At 
hearings July 8 and 9, E. T. Whiter, assistant to the vice-presi- 
dent of the Pennsylvania System, voiced the determination 
of his road to continue working under rules and regulations 
put into effect July 1, after negotiations between the manage- 
ment of the Pennsylvania and representatives elected by mem- 
bers of the Employes Representation Association of that com- 
pany. 

On the other hand, B. M. Jewell, president of the railway em- 
ployes’ section of the American Federation of Labor, and other 
union leaders, assert that the Pennsylvania officials had no 
legal right to negotiate agreements with these representatives, 
since principle No. 15 of decision No. 119 states that “the ma- 
jority of any craft or class of employes shall have the right to 
determine what organization shall represent members of such 
craft or class,” and that “such organization shall have the right 
to make an agreement which shall apply to all employes in such 
craft or class.” 

Acting on instructions from their leaders, union workers 
on the Pennsylvania refused to vote, since the ballots passed 
out by the management provided merely for the election of rep- 
resentatives and not for the selection of an organization. The 
unions believe that the principle quoted gives the majority or- 
ganization the right to select any representatives it chooses to 
negotiate both for the organization and the minority in any 
craft. It is on this basis, they point out, that all agreements 
are being negotiated. 

On the other hand, Pennsylvania officials assert that they 
have progressed satisfactorily in the making of agreements with 
the representatives selected, that the majority of their employes 
are satisfied, and that it is their intention in the future to 
“continue negotiations with these representatives, who were duly 
elected by those who exercised their right to vote.” 

In defending the position of his road before the board, Mr. 
Whiter said it did not believe the board had the legal right to 
continue the national agreements in force in its decision No. 2, 
because the Section 301 of the transportation act had not been 
complied with, and therefore they were not properly before the 
board as a dispute. The board, in its decision No. 119, when 
it abrogated the rules, admitted that the provisions of Section 
301 had not been carriea out but claimed jurisdiction on the 
gorund that the dispute had “been one likely to substantially 
interrupt commerce.” So far as the Pennsylvania is concerned, 
its officials assert, this condition does not apply, because the 
rules now in effect are satisfactory to a majority of their em- 
ployes. 

Some doubt has been expressed as to what course the board 
ean follow, if, following a finding by it that the Pennsylvania 
has proceeded in violation of decision No. 119, it continues 
operating under the new rules, as is its evident determination. 
No penalty provisions being provided in the transportation act 
for those who violate the board’s rulings, it is thought by some 
that the victory, if such it can be called, would rest with the 
railroad. The possibility of disrupting the entire authority of 
the board, not only in the matter of rules, but also in the mat- 
ter of wages, would thus be held open, because other roads 
would be certain to follow suit. 

Board members refuse to be apprehensive on this point, 
their position being, first, that the railroads are inclined to co- 
operate to the fullest extent with the board in the maintain- 
ing of relations with their employes, and, second, that the 
force of public opinion is sufficient to make those roads which 
might otherwise be inclined to be restive, more tractable. 


As stated by one member: “Should the Pennsylvania refuse 
to remove any violation of decision No. 119 pointed out by the 
board, and should union workers on that line strike, the public 
would naturally feel inclined to sympathize with the strikers. 
Furthermore, even if, as the Pennsylvania asserts, the majority 
stay at work, the fighting of a strike of a large minority would 
be more expensive than compliance with what this body con- 
siders a just and reasonable rule.” 

Of course, no such violation of the board has as yet been 
pointed out. However, the wording of the principle involved is 
so plain that there is little doubt of the board’s doing anything 
but issuing a resolution declaring the Pennsylvania’s method 
of negotiation to be contrary to it. 


Another circumstance which seems to discount the possi- 
bility of the roads generally following the Pennsylvania’s lead 
in the matter is the fact that propositions concerning agreements 
and disagreements between carriers and workers regarding 
rules and regulations have been coming in in an uninterrupted 
stream. It is pointed out that were there any tendency to 
watch the result of the Pennsylvania’s move, both as to the 
right to negotiate with elected individuals and as to a possible 
disregarding of the board’s orders, further negotiations on other 
roads would be held up until something definite had been 
evolved. 


It is, nevertheless, the intention of the board to dispose of 
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the matter as soon as possible, so that the real intent of the 
Pennsylvania in regard to its so-called “defy” can be learned. 


CANADIAN RAILWAY WAGES REDUCED 


Shop workers in the locomotive and car departments of the 
Canadian railroads have reached a tentative agreement with the 
carrier corporations by the terms of which they are to accept a 
wage cut of the same amount as that ordered for similar em- 
ployes in the United States by the Railroad Labor Board— 
namely, 8 cents an hour. The reduction, which is effective im- 
mediately, affects 30,000 men on the Canadian Pacific, the Can- 
adian National, the Grand Trunk and the more important of the 
smaller Canadian lines. Negotiations for a general revision of 
rates of pay and working rules are at present pending before 
a conference of the Railway Association of Canada and a com- 
mittee representing the employes. 


EXPRESS EMPLOYES’ WAGES CUT 


The Railroad Labor Board issued an order, July 12, reducing 
the wages of approximately 50,000 employes of the American 
Railway Express Company 6 cents an hour, effective August 1. 
Express company shopmen are not affected by the order. The 
annual savings that will result from this reduction are estimated 
at $8,000,000. Deducted from the wage increase of 16 cents, 
awarded to express workers by the board in 1920, the reduction 
of 6 cents means that they will receive, after August 1, wages 
aggregating 10 cents an hour higher than those of a year ago. 
No further wage reduction applications of an magnitude remain 
before the board, and it is not expected that further efforts in 
that direction will be made for some time, at least. 


WHITE DISCUSSES RATE REVISION 


Those who speak of the “guaranty section” of the transporta- 
tion act speak of something that does not exist, said J. W. White, 
traffic manager for the International Agricultural Corporation of 
Atlanta, Ga., in addressing the annual meeting of the National 
Fertilizer Association, at White Sulphur Springs, W. Va., June 22. 
“We speak of a guaranty of 6 per cent,” he said, “but, as a mat- 
ter of fact, no guaranty exists—except that prescribed for a pe- 
riod of 6 months following the passage of the bill from March 1, 
1920—because no provision is made for a reimbursement in the 
event that the carriers fail to earn. 

“If the transportation act is a failure the one reason is be- 
cause the volume of commerce has been insufficient to give it a 
fair test; but whether or not it would be a success if tonnage 
movements were normal is entirely problenratical.” 

In the opinion of the speaker the readjustment of class rates 
in the Southeast will work a greater hardship on the shippers 
in that territory than some of the other increases due to the 
present tendency to base commodity rates on certain fixed per- 
centages of the class rates. 

Speaking of the recent wage reductions allowed by the 
Labor Board and the probable result on rates, Mr. White said: 
“The recent reduction authorized by the Labor Board, equivalent 
to $400,000,000, is a step in the right direction; but, manifestly, 
freight rates cannot immediately by reduced correspondingly 
without leaving us in the same position as we are in now. Some 
commodities need special treatment and undoubtedly that is true 
of the fertilizer industry.” 

Relief to business in this country can be brought about most 
speedily, according to Mr. White, through the establishment of 
trade relations with foreign countries. The enormous movement 
that would follow such an effort would furnish tonnage to the 
railroads and so aid everyone, he said. Horizontal revisions in 
rates, either upward or downward, he did not favor. He said in 
this connection: “I do not believe that the method of reducing 
freight rates should be a horizontal one downward after the man- 
ner in which they were raised. Horizontal increases necessarily 
create inequalities, and particularly so when applied to commod- 
ity rates. It is my belief that articles, such as fertilizer and fer- 
tiliber materials, entering into such general use and being so 
vital to production, should and will receive the proper attention 
at the hands of the Interstate Commerce Commission if properly 
presented to that tribunal.” 


B. & O. BONDS 


The Baltimore & Ohio has been authorized by the Commis- 
sion to issue not exceeding $1,624,000 of 6 per cent refunding and 
general mortgage bonds for pledge and repledge, from time to 
time, as collateral security for notes as they may be issued. 
Nine subsidiary companies of the B. & O., in connection with 
the same transaction, were authorized to issue underlying bonds 
aggregating $927,500. 


R. |. A. & L. BONDS 


The Chicago, Rock Island & Pacific has been authorized by 
the Commission to guarantee $227,000 of first mortgage gold 
bonds of the Rock Island, Arkansas & Louisiana Railroad Com- 
pany, which are to be used in full payment of indebtedness of 
the R. I. A. & L. to the Rock Island. 
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HA RTMAN’S 


TERN FREIGHT RA 


Issued for the benefit of shippers who 
want to know their Freight Rates with- 
out the high cost of maintaining a file 
of Railroad tariffs. 


Service that has satisfied the most 
exacting, for over Eleven Years. 


The only Publication of Freight Rates 
that covers both Class and Commodity 
Rates and makes reference to the tariffs 
from which the information is taken. 


A convenient record of rates issued in 
loose leaf form and served with a monthly 
distribution of revised pages covering 
changes. 


This service can be placed in your 
traffic or shipping department at a sub- 
scription cost of $24.00 per year. 


LET US SEND YOU SAMPLE PAGES 


W. J. HARTMAN, PUBLISHER 


732 FEDERAL ST.. CHICAGO. U. S. A. 


No Waiting No Writing 


THE TRAFFIC WORLD 


Pacific — Caribbean — 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


Steel Steamers 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 


and 
San Francisco, Los Angeles Harbor, 
Portland, Tacoma and Seattle 


Via Panama Canal 
S.S. LAKE HECTOR, Sailing from New Orleans July 28th 


S.S. LAKE GUNNI, Sailing from Galveston August 10th 


Sailing from New Orleans August 15th 
S.S. IRIS, Sailing from New Orleans August 25th 
S.S. ALVARADO, Sailing from New Orleans September 10th 


Rates quoted, beokings and other information furnished upen application 


THE STEELE STEAMSHIP LINE, Incorporated 


Steele Building, New Orleans, La. 


OFFICES ALSO AT 


50 Broad Street 430 Sansome Street 
New York City San Francisco, Calif. 


Steele Bldg., 
Galveston, Texas Texas City 


No Telephones No Tariffs 


**A child can find them’”’ 


FREIGHT RATES 


To and from points in the United States and Canada 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues 


NEW YORK, N. Y., 115 Broad St., 
PHILADELPHIA, PA., 308 Parkway Bldg. 
BOSTON, MASS., 732 Colonial Bldg. 


R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House 
Brokers—Track Connections with all Rallroads and Steamship 
Docks—Members American Chain of Warehouses—Members Amer- 
Ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 





Teaming of Every Description—City Dellvery Service and Carload 
Distributors 


—OFFICES— 
CHICAGO, ILL., 412 Standard Trust Bldg. 
DETROIT, MICH., 506 Garrick Theater Bldg. 


WASHINGTON, D. C., 433 Munsey Bldg. 
SAN FRANCISCO, CAL., 461 Market St. 
LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 








ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 
Excellent facilities for reshipping without cartage. Insuramer rat 
12 cents. Members of American Warehousemen’s Assoelation on: 
American Chain of Warehouses. 

Write for particulars. 


8. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Inc. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,600 Capital 
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TRANSPORTATION OF EXPLOSIVES 


The Trafic World Washington Bureat 


Rules and regulations governing the transportation of ex- 
plosives and other dangerous articles are to be published as 
tariffs and the Bureau of Explosives of the American Railway 
Association, 30 Vesey Street, New York, will probably be made 
the agent for their publication. The Commission so announced 
in a circular made public July 13, which has been sent to all 


common carriers subject to its jurisdiction. In that circular the 
Commission said: 


In the interest of safety and in view of the requirements of the 
statute, it is important that the regulations should be given the 
widest publicity. For convenience of tariff reference and in the in- 
terest of accuracy and authoritative publication such publicity may 
and should take the form of a separate tariff duly filed with the Com- 
mission by all carriers affected and regularly posted under the pro- 
visions of section 6 of the interstate commerce act. Such a tariff 
circular may be most economically prepared and filed by a joint agent 
acting under powers of attorney granted by the respective lines. The 
Bureau of Explosives, 30 Vesey Street, New York, N. Y., has ex- 
pressed willingness to undertake publication and filing upon due exe- 
cution of appropriate powers of attorney, and classification commit- 
tees have endorsed that plan of publication. The bureau is in con- 
stant touch with shippers and carriers, and seems peculiarly fitted 
to act as joint agent in this matter. The Commission has no especial 
preference, but makes free to express the thought that publication 
and filing by the bureau will be found more economical and satis- 
factory. It will expect publication and filing in tariff form within a 
reasonable time. It will afford the carriers a reasonable opportunity 
to formulate their plan of publication, but some plan must be decided 
upon and put into effect promptly. 

Conference ruling No. 106 of November 9, 1908, concerning tariffs 
for the transportation of explosives, has been rescinded. 


RATES ON AGREED VALUES 


The Trafic World Washington Bureaw 


In Released Rates Order No. 331, dated July 8, but not made 
public until July 13, the Commission prescribed the rules to be 
observed by carriers in making applications for permission to 
make rates based on values, of the freight to be transported, 


other than ordinary live stock. The rules show what information 
is to be furnished, as follows: 








First. That each application shall show the names of the carrier 
or carriers for and on behalf of which it is made, or if. made on 
behalf of all carriers parties to a particular tariff or classification 
may refer by I. C. C. number to such tariff or classification. 

Second. That the existing and the proposed rules, regulations, 
rates or ratings must be plainly set forth; mere reference to existing 
rules, regulations, rates or ratings will not suffice. 

Third. That when applications are based upon special circum- 
stances and conditions, upon existing rules or regulations respecting 
analogous commodities, or rates or ratings thereon, or upon rules, 
regulations, rates or ratings applying in other localities or territories, 
or applicable via the lines of other carriers, full information respect- 
ing such special circumstances and conditions or existing rules, regu- 
lations, rates or ratings must be given. 

Fourth. That in referring to existing rules, regulations, rates or 
ratings, the I. C. C. numbers of the tariffs or classifications in which 
same are published shall be shown. 

Fifth. That carriers shall recite fully in their applications all 
further information in connection with any facts that are presented 
as justifyine the authorization sought. 

Sixth. That where authority has been granted under the 20th 
section of the act to establish and maintain rules, regulations, rates 
cr ratings dependent upon value declared in writing by the shipper 
or agreed upon in writing as the released value of property, changes 
in rates, ratings or carload minimum weights, may be established 
thereafter and filed under authority of the original order without 
securing new released rate orders; provided, that the rules, regulations 
or descriptions of the commodity or commodities to be affected, or 
the declared or agreed value or values on which same are dependent, 
are not changed; and provided, further, that additional routes or 
points of origin or destination are not added. 

Seventh. That rates dependent upon value filed under authority 
of released rate orders shall show in connection therewith the fol- 
lowing notation: ‘‘Rates herein based on value of the commodity 
have been authorized by the Interstate Commerce Commission in 
Released Rates Order No. of (insert date), subject to complaint 
or suspension.”’ . 


Kighth. That four copies of each application shall be filed, ond 
of which must be under seal. 





D. & R. G. REORGANIZATION 


The Trafic World Washington Bureau 


Reorganization of the Denver & Rio Grande, in accordance 
with the plans of the Denver & Rio Grande Western Railroad 
Company and the Western Pacific Railroad Corporation, will be 
permitted under an order by the Commission authorizing the 
Denver & Rio Grande Western Railroad Company to issue 300,- 
i shares of common capital stock without nominal or par 
value. 

The Commission held, however, that the proposed acquisi- 
tion of all the outstanding capital stock of the Denver & Rio 
Grande Western by the Western Pacific Railroad Corporation, a 
holding company, was not within the scope of paragraph 2 or 
paragraph 6 of section 5 of the interstate commerce act. It also 
held that the proposed acquisition and operation by the Denver 
& Rio Grande Western of the lines of the Denver & Rio Grande 
was not within the scope of paragraph 18 of section 1 of the 
act. Therefore, no other certificate will be required to enable 
the companies to execute their plan of reorganization. 

The 300,000 shares of capital stock will be used to acquire 
the title to the property of the old Denver & Rio Grande now 
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held by a protective committee of bondholders which caused 
the organization of the holding company to hold the stock of 
the Denver & Rio Grande Western and the Western Pacific. 

In its report the Commission said the propriety of many of 
the transactions between the old Denver company and the West- 
ern Pacific has been questioned. With a view to making a com- 
prehensive report on the transactions in question and to making 
such orders as may be proper with respect to the issuance of 
securities by and the accounts and practices of the companies 
concerned, the Commission entered an order in No. 12922, In re 
accounts, financial operations and practices of Western Pacific 
Railway Company and others, providing for an investigation of 
the questions raised. 

Commissioner Eastman dissented, with Commissioner Camp- 
bell concurring therein, on the ground that acquisition by the 
holding company of the stock of the Denver & Rio Grande West- 
ern is subject to paragraph 2 of section 5 of the act, and also 
that it would be better for the property of the old Denver & 
Rio Grande to remain in the hands of a receiver pending the 
results of the investigation instituted by the Commission. Com- 
missioner McChord said he concurred in the majority report 
except that he was of the opinion that the holding company was 
subject to the provisions of paragraph 2 of section 5. 


MERIDIAN CASE SETTLED 


The Trafic World Washington Bureau 

The defendants’ petition for rehearing of No. 9560, Meridian 
Traffic Bureau, vs. Southern Ry., Director-General, et al., has been 
denied. This denial, it is believed, brings to an end a litigation 
that has been going on for more than four years. 

Earnest protest against further delay in the execution of the 
order of the Commission was made by Otis B. Kent and C. W. 
Hayward, attorneys for the complaining city. They protested 
against the fact that obedience to the order of the Commission 
would have far-reaching results, being made an excuse for fur- 
ther delay in lining up the rates in Alabama in accordance with 
the order of the Commission. They said it was inconceivable 
that the railroads could not, if they had tried, line up their rates 
as ordered. 

Under the order of the Commission, undue prejudice against 
Meridian must be removed on or before August 1. The com- 
plaining city, in its memorandum against re-opening, called at- 
tention to the fact that the order left it optional with the car- 
riers whether they would reduce their interstate rates, advance 
their locals, or split the difference. The complainant contended 
that it made no difference, even if important lines in Alabama 
were not defendants in the case. 


CONSTRUCTION PERMISSION DENIED 


The Trafic Worla Washington Burcan 

On resubmission of the application of the Golden Belt Rail- 
road Company of Kansas for a certificate of public convenience 
and necessity authorizing the construction of a new line of rail- 
road betwen Great Bend and Hays, Kan., the Commission has 
affirmed its denial of the application. 

The applicant urged that the new line would enable wheat 
growers to ship their product to Gulf ports instead of to more 
distant eastern points; that prices of grain at Chicago and Kan- 
sas City have been manipulated to the detriment of growers; 
that there would be considerable passenger travel between points 
in southern Kansas and Hays; and that the new line would ma- 
terially shorten the wagon haul for a considerable number of 
farmers. 

“The facts set out by the applicant,’ the Commission said, 
“do not disclose any practical advantage in hauling grain to 
Gulf ports, or any good reason why existing lines cannot take 
care of the traffic if such advantage exists. It is not to be 
expected that a passenger traffic of the character anticipated 
by the applicant will prove of much value from the standpoint 
of revenues. The remaining advantage, that of shortening the 
wagon haul within a certain area, would, no doubt, be substan- 
tial, but, as we pointed out in our former report, the area to 
which that advantage might accrue is so circumscribed as to 
indicate that the revenues from tonnage obtained therefrom 
would be insufficient to pay costs of operation and fixed charges.” 


S. R. & W. NEW CONSTRUCTION 


The Susquehanna River & Western Railroad Company, in a 
petition filed with the Commission, asks authority io construct 
and operate a branch line from Bloomfield Junction, Pa., to 
Blain, Pa., a distance of approximately 17 miles, all in Perry 
county. The territory through which the proposed line is to be 
extended is a rich and prosperous agricultural community and 
there abound on the outskirts thereof valuable timber and min- 
eral properties greatly in need of transportation, the company 
states. Abandonment of a short line operated by the Newport 
& Shermans Valley Railroad Company, which operated in Perry 


county, it is averred, will leave a large part of Perry county 
without transportation. 
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NOSA LINE 


THE TRAFFIC 
















Monthly Sailings to Principal Ports 4 
West Coast, South America—Direct Service 


Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 


For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ 


New Orleans & 


South American S.S. Co. 
INCORPORATED 


THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 


Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Buildin, 


























Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 
**The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
ongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamer Empire State (July 30th); S. S. Golden State 
(August 20th); and pending delivery 3 other U.S. S. B. steamers 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by 
S. S. Creole State (August 13th); S.S. Wolverine State (September 14th) 
Granite State (October 15th) 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Passengers and freight sailings every 10 days, 5 steamers 


SAN FRANCISCO-BALTIMORE SERVICE 
(Passengers and Freight) 
Via Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Panama Canal, Kingston, Havana 
S.S. Colom bia sails from San Francisco July 20th, from Baltimore Aug. 30th 
Also four Class Al steel steamers (freight only? with additional calls at 
San Juan (Porto Rico), Jacksonville, Savannah, Norfolk 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
Calcutta 


Freight only. Sailings every ten days—eight U. S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 





Through bills of lading issued to and from points beyond ports of call 
General Passenger and Ticket office: 621 Market St., San Francisco 
General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 




















> 
SS 
Old Glory is now 
on the Seven Seas 


AMERICAN SHIPS ARE AVAILABLE 
FOR YOUR OCEAN VOYAGE 


New combination Passenger and Freight Ships, 
Fast, Luxurious Steamers. 
Key number beside ship's name indicates operator 
shown bottom of column. 


EUROPE 


From New York 
July 12—August 16—September 20—Old North State (159). 
June 28—August 2—September 6—Panhandle State (159). 
Bremen and Danzig 



























Boulogne and London 


From New York 
July 183—August 30—Hudson (159). 
July 283—September 7—Susquehanna (159). 
June 15—July 28—September 14—October 20—Potomac (159). 
Naples and Genoa 
From New York 
June 30—August 18—September 24—Pocahontas (159). 
Plymouth, Cherbourg and Bremen 
rom New York 
June 22—July 23—August 24—September 28—America (159). 
July 30-—-August 27—September 24—George Washington (159). 


SOUTH AMERICA 
Rio de Janeiro, Montevideo and Buenos Aires. 


From New York 
June 8—Aeolus (91). 
June 29—Martha Washington (91). 


FAR EAST 


Honolulu, Yokohama, Kobe, Shanghai, Manila, Hongkong 
From San Francisco 
July 28—-Empire State (105). 
August 6—Golden State (105). 
Yokohama, Kobe, Shanghai, Hongkong, Manila 
From Seattle 
June 18—Keystone State (106). 
July 9—Silver State (106). 
July 30—Wenatchee (106). 


HAWAII, PHILIPPINES, EAST INDIA 


Honolulu, Manila, Saigon, Singapore, Colombo, Calcutta 
From San Francisco 
July 14—Granite State (105). 
August 18—Creole State (105). 


COASTWISE AND HAWAII 
Havana, Canal, Los Angeles, San Francisco and Hawaiian Islands 
From Baltimore 
COASTWISE 
Havana, Canal, Los Angeles, San Francisco 


From Baltimore 
June 25—Empire State (105). 







































































































80 Matson Navigation Co. 
120 Market Street, 
San Francisco, Cal. 
26 South Gay Street, Baltimore, Md. 


91 Munson Steamship Line, 

67 Wall Street, N. Y., 

Tel. Bowling Green 3300. 
105 Pacific Mail S. S. Co. 

10 Hanover Sq., N. Y. 

Tel. Bowling Green 4630. 

621 Market Street, San Francisco, Cal. 
106 The Admiral Line, 

17 State Street, N. Y. 

Tel. Bowling Green 5625. 

L. C. Smith Bldg., Seattle, Wash. 
159 U. S. Mail S. S. Co., Inc., 

45 Broadway, N. Y., 

Tel. Whitehall 1200. 









































































U.S. SHIPPING BOARD 
Washington, DC, 





































N. Y. C. CHICAGO TERMINALS 


The Trafic World Washington Bureau 


Attorneys for the trunk line interveners in finance docket 
No. 1165, which is the application of the New York Central for 
permission to buy the Chicago Junction Railway and the Chi- 
cago River & Indiana Railroad, have asked the Commission to 
open that case for further hearing to the end that they may 
show errors in exhibits put in by the New York Central. They 
assert they had no opportunity, before the end of the hearing, 
to check the exhibits of the New York Central which were put 
in by way of answer to the contention of the Pennsylvania, the 
Erie, Baltimore & Ohio and other objecting trunk lines, that 
mere ownership of a terminal railroad tends to give the owner 
thereof large tonnage from the industries on the rails of the 
terminal. 

The exhibits were intended to show that the New York 
Central had not profited, in tonnage, from its partial ownership 
of the Indiana Harbor Belt, at the expense of other trunk line, 
but that, on the contrary, its tonnage from points on the Indiana 
Harbor Belt had actually decreased after its acquisition of an 
interest in the belt road. 

Their check, made at the earliest opportunity, attorneys for 
the trunk lines aver, show serious errors in addition and sub- 
traction, involving, apparently, thousands of cars originating on 
the Indiana Harbor Belt. 

They desire to show that the statistics of the New York 
Central, covering the war period, are of less probative effect 
than implied by the fact.of their submission. 


MEATS TO TEXAS POINTS 


In Docket No. 12646, Swift & Co. vs. A. T. & S. F. et al, 
hearing on which was held before Examiner Hosmer in Chicago, 
July 9, the complainants asked the extension of the so-called 
1716 scale, prescribed by the Commission for application on 
shipments of fresh meats and packing-house products from Kan- 
sas City to destinations in Louisiana and Arkansas in 22 I. C. C. 
160, to cover shipments of the same commodities from Kansas 
City and St. Louis to Texas common points. G. F. Ford, of 
the transportation department of Swift & Co., asked that the 
Commission also prescribe rates on those products from East 
St. Louis the same as St. Louis and from St. Joseph the same 
as from Kansas City. From South Omaha, Sioux City and 
South St. Paul, he said, the rates should be fixed on differentials 
over Kansas City and St. Louis, these differentials to coincide 
with those applying to regular third and fifth class rates, in 
which classes fresh meats and packing-house products move in 
this territory. 

He explained that it would not, in his opinion, be proper 
to apply the 1716 scale all the way from the farthest distant 
points because, the first 200 miles being the most expensive 
under the scale, it would make the rates higher in a territory 
where transportation conditions were generally considered more 
favorable. The state of Texas, he said, was practically sur- 
rounded by territory in which the 1716 scale applied and, in 
addition, the fact that Wichita and Oklahoma City could ship 
into Texas under that scale placed Kansas City, St. Louis and 
the other points where Swift plants were located at a disad- 
vantage. 

The injustice of the present rate adjustment was illustrated, 
he said, by the fact that the rate on carloads of these products 
from Kansas City to Fort Worth was higher than the L. C. L. 
rate from Wichita to the same destination. Also, he said, the 
differentials at present applied between the gateways and the 
more northerly originating points were in most cases higher 
than those generally accepted for third and fifth class. 

J. C. Gutsch, assistant general freight agent for the C. R. I. 
& P., and R. C. Trovillion, similarly employed with the M. K. 
& T., repeated the plea made at previous hearings at which the 
extension of the scale was prayed for by the packers—namely, 
that if the Commission has in mind granting these prayers it 
should institute a general inquiry as to the reasonableness of 
the 1716 scale as a basis for fresh meat, packing-house product 
and live stock rates in the Southwest. Mr. Gutsch said that 
there were at present 16 cases pending before the Commission, 
involving the scale, totaling over $150,000 in reparation. 

Figures were introduced to show the expense of hauling 
fresh meats and packing-house products, due to the special class 
of equipment, the necessity for icing and the long empty haul 
required. It was also asserted that these commodities did not 
bear their proper share of the total revenue of the carriers in- 
volved, considering their total tonnage. The loss and damage 
claims, it was stated, were higher than the average, and the 
value of meat per pound, on the average, had increased a greater 
percentage in the past four years than the freight rates. 


HOGS, NASHVILLE TO OKLAHOMA CITY 


The assessing of a rate on hogs, single deck, from Nashville 
to Oklahoma City, made up of a combination of a per car from 
Nashville to Memphis and a rate in cents per hundred pounds 
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beyond, was unjust and unreasonable, in the opinion of the com- 
plainants in No. 12598, Wilson & Co., Inc., of Oklahoma vs. Direc- 
tor General et al., hearing on which was held before Examiner 
Howard Hosmer in Chicago, July 11. R. R. Hargis, assistant 
traffic manager for the packing company, asked that the Commis- 
sion prescribe for application on the movement the so-called 
Shreveport scale, originated in I. & S. 958, 48 I. C. C. 283. This 
would make the rate 53 cents prior to General Order 28, and 71% 
cents subsequent thereto, and reparation was asked down to 
those amounts on 192 cars. Charges assessed varied from $104.45 
to $145.90 per car, pursuant to various vate increases since the 
beginning of the movement. 

Mr. Hargis said it had been the eatentien to ask for the 
1716 scale, but that the recent decision of the Commission in 
No. 11240, involving the cattle and hog rates from Kansas City 
and Sioux Falls to Oklahoma City, had been made on the basis of 
the Shreveport scale at the request of the Director General. For 
the sake of consistency as well as because it would result in a 
rate lower by 1 cent than the 1716 scale, he said the Shreveport 
scale would also be satisfactory to the packers in the present 
case. The bridge arbitrary at Memphis, according to Mr. Hargis, 
should be taken care of by adding 20 miles to the haul for the 
purposes of applying the distance scale asked, instead of the 
present practice of assessing a straight charge of 3 cents per 
hundred pounds. The method of adding 20 miles is used at all the 
lower crossings, he said, and, added to the Nashville-Oklahoma 
City distance of 724 miles, would leave it in the same block and 
not change the requested rate. 

J. C. Gutsch, assistant general freight agent for the C. R. I. 
& P., objected to this method of disposing of the Memphis bridge 
charge. He said the bridge had cost as much to build as 100 
miles of ordinary railroad. He made the usual plea for an ex- 
tended investigation of live stock rates in the Southwest, to pre- 
vent the further extension of the mileage scales which, he said, 
were depressing already unduly low rates. 

Thomas M. Woodward, attorney for the Director General, 
said the precedent for lowering rates to the level of the 1716 
and Shreveport scales and the allowing of reparation down to 
their levels was established by the Commission in the Sulz- 
berger case, docket No. 8232 (55 I. C. C. 691), in which the 1716 
scale was prescribed for application from Kansas City to Okla- 
homa City. He said that that case had been poorly defended 
by the Director General, he having a mistaken idea of its im- 
portance. Now, however, it is the intention to request a re- 
hearing in order, if possible, to secure a reversal and save 
some of the $150,000 in reparation which is at stake in about 16 
cases at present pending. 

W. L. Nichols, assistant general freight agent for the N. C. 
& St. L., testified as to the depressed condition of the Nashville- 
Memphis factor of $37.50 per car, which he said was low on ac- 
count of actual and potential water competition and the desire 
on the part of the railroads in the past to build up the live stock 
industry in Tennessee. In addition, he said, the practice in years 
gone by of driving cattle to market had something to do with 
the low level of the factor. “In the past,” he said, “it has often 


been possible to ascertain the condition of the road between two 
points by a glance at the live stock tariff.” 


PETITIONS FOR REHEARING 
Complainant in No. 10950, Acme Cement Plaster Co. vs. 
Director-General, A. T. & S. F. et al., No. 10951, Same vs. Di- 
rector-General, Quanah Acme & Pacific Ry. Co. et al., No. 10951 
(Sub-Nos. 1 and 2), Same vs. Same, and No. 10952, Same vs. 
Same, has asked the Commission to grant a rehearing and to 

have the cases decided by the full Commission. 
Complainant in No. 12293, W. L. Moody Cotton Co. vs. Direc- 


tor General, I. & G. N. Ry. et al., has asked the Commission to 
grant a rehearing. 


CHANGE IN DOCKET 

Hearing in I. and S. 1352, Southern quarantine cattle at Jer- 
sey City and New York, assigned for July 15 at Chicago, was 
cancelled. 

Hearing in 12536, the Automobile Gasoline Co. vs. Director- 
General, C. C. C. & St. L. et al., assigned for July 12 at St. Louis, 
was reassigned for July 16 at St. Louis before Examiner Mc- 
Quillan. 

Argument in No. 11848, Apache Cotton Oil & Mfg. Co. vs. 
Director-General, Arkansas Western et al., assigned for July 
16 at Washington, was canceled. 

Cc. R. I. & P. LOAN 

The Chicago, Rock Island & Pacific has been authorized by 
the Commission to issue rent notes for not exceeding $6,470, 
230.80 under a contract with the National Railway Service Cor- 
poration for the procurement of.equipment and to assume ob- 
ligation or liability as indorser and guarantor in respect of 
obligations of the service corporation to the United States for 
a loan of $1,568,540, to be applied on the purchase price of the 
equipment which has been approved by the Commission. The 
company also was authorized to pledge its securities with the 
Secretary of the Treasury for a loan. 
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Tothe Progressive 
Traffic Manager 


Have you ever had it proved 
to you that West Virginia 
mechanically hardened Fibre 
is much more durable than 
ordinary container fibre? 


It is puncture proof—water 
resisting——and can be worked 
to shapes of various sizes 
without loss of strength. 


For special corner, side and 
end protectors, it has no 
equal for durability and 
strength. 


A special service department 
is maintained. We should 
be glad to have you consult 
it about your package prob- 
lem. 


Pulp Products Dept. 


West Virginia Pulp & Paper Co. 


732 Sherman Street, 







THE TRAFFIC WORLD 135 


WEST VIRGINIA 
COMPANY'S 
eventeen Mills 


Chicago, III. 








| North China Line 


(Columbia Pacific Shipping Company) 
PORTLAND, OREGON 



































Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 
Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “WEST KEATS” - July 18 

SS “WEST NIVARIA” August 8 

SS “VINITA” August 29 
SS “WEST KADER” September 19 


Transhipment at Shanghai to American River steamers for 
Nanking, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 
44 Whitehall St., New York City 
or 
Columbia Pacific Shipping Company | 
General Offices | 
Board of Trade Building, Portland, Oregon 


Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 


Traffic in Mexico Improving Daily 


Write us for full particulars and request 
a copy of our shipping instructions. 


OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico Mexico City 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate ar aie of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
on ag x any We do not desire to take the place of the traffic man but to 

p him in his work. desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
Private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situa too complex al the Lene investigation herein contemplated. 

Address Questions Answers Department, 
‘Traffic Service Corporation, Colorado Building, Washington, D. C. * 
|] 





® 
Application of Lumber Rates on Veneer 


Illinois.—Question: Western Lumber Tariff No. 3, I. C. C. 
A-193, names rates on lumber and other forest products, car- 
loads, from Alabama, Florida, etc., to Ohio River crossings, 
Illinois, Indiana, etc., subject to Southern Classification. 

Please advise if 1/16th-inch rotary cut thin lumber is en- 
titled to lumber rates as specified in above named tariff, also 
if 1/16-inch rotary cut thin lumber when billed as veneer would 
be entitled to lumber rates in above named tariff. In other 
words, what thickness of lumber, or veneer billed as thin lum- 
ber, and thin lymber billed as veneer, are entitled to lumber 
commodity rates in tariffs governed by the Southern Classifica- 
tion and in which tariffs the commodity description does not 
specify thickness. 

Answer: The Century Dictionary and Cyclopedia defines 
“Veneer” as a thin piece of wood of a choice kind laid upon 
another of a more common sort so as to give a superior ap- 
pearance to the original so treated, as a piece of furniture. 
Unless veneer is an article which by common usage of thé term 
and by freight classification, is a separate and distinct article 
from what is termed lumber, although it does not appear from 
the above definition nor from the description carried in the 
classification that it has characteristics by which it can be set 
apart from other lumber, as it is, in fact, nothing but thin lum- 
ber, somewhat more valuable than lumber of greater thickness, 
particularly where less than 1/16 of an inch in thickness, then, 
unless a commodity rate excludes lumber or veneer of a thick- 
ness of 1/16 of an inch or less, we are of the opinion that the 
lumber rates should apply thereon. It will be observed that 
although the classification rating for lumber or veneer 1/16 
of an inch or less in thickness, as per item 22, page 256 of 
Consolidated Classification No. 2, is higher than the ratings 
on the other lumber or veneer items shown on that page, no 
distinction is made in item 22 between lumber and veneer, the 
word “or” being used, which word is properly used where two 
synonymous terms are used for the same article or commodity. 

In its report in Docket 6190, Underwood Veneer Co. vs. Ann 
Arbor R. R. et al., 32 I. C. C. 265, the Commission authorized 
the application of higher rates on veneer than on lumber, but 
in its General Investigation of Rates on Lumber and Lumber 
Products, 52 I. C. C. 598, the Commission finds that veneer 
should not pay a higher rate than lumber. 


Damages—Measure of, for Loss of or Injury to Goods 


Kentucky.—Question: The writer is very much interested 
in your answer to “Washington” on page 96 of the July 10 
Traffic World, in reference to determining the market value of 
shipment at destination. Also your answer to “Oregon” on 
page 217 in the July 31, 1920, issue, headed “Paying Claims on 
Basis of McCaull-Dinsmore Case.” 

What I am trying to get at is just what we would be en- 
titled to in case of loss of shipment or partial loss, or damaged 
shipment, that we purchase from the manufacturer that is 
shipped direct to ourselves at Louisville. 

We, being the largest jobbers of our line in this territory, 
I am under the impression the market value would be our 
catalogue sale price to our customer, and not the manufac- 
turer’s invoice price to us. If it is your opinion that we are 
entitled to our sale price to our customer, please advise if there 
have been any decisions rendered in referefce to same in the 
past. 

Answer: The value at destination to be used as a basis 
for arriving at the amount of damage in case of the loss of or 
injury to goods is the market value, providing there is a market 
value for the goods in question. While it seems to be clearly 
settled that in the event of loss or damage or delay to a carload 
shipment (see K. C. & M..Ry. Co. vs. Payne, 38 S. W. 367; C. 
R. I. & P. Ry. Co. vs. Roe, 86 Pac. 441, and C. N. O. & T. P. 
vs. Hansford & Sons, 100 S. W. 251), that the owner is entitled 
only to the wholesale market value, decisions are lacking to 
clearly show what the measure of damages is, in the event 
only a small portion of a carload shipment is lost or damaged, 
or what the measure of damages is for loss of or damage to 
a less-than-carload shipment; that is, whether in the event there 
is a market value at destination the owner is entitled to the re- 
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tail price or only to the wholesale price. The courts, in their 
decisions, speak generally only of the market value without des- 
ignating it as either the wholesale or the retail market value. 

The invoice value plus freight charges, in the majority of 
cases, will make the owner whole, although it is true he may 
lose the sale of goods as a result of the carrier’s loss of or 
injury to the goods, in which case he would lose his profit, as- 
suming that he could have sold the goods had they not been 
lost or damaged, the amount of his profit being measured by 
the difference between the invoice price of the goods to him 
and the catalogue price of the goods to his customer minus the 
cost of marketing. In the absence of decisions which pass upon 
this specific point it is impossible to state what the law really 
is as to this phase of the liability of the carrier for loss or 
damage to goods. 

Damages—Measure of 


Michigan.—Question: On February 11, 1920, one of our 
salesmen took an order for a range which was not shipped for 
various reasons until October. Between the date the order was 
taken and the time it was shipped there were three advances 
in price and the price of the range ordered was increased about 


$25 

The shipment was interstate and was damaged in transit 
beyond repair and a claim was filed for the amount the range 
would have cost had it been sold on the date of shipment. The 
claim was supported by an invoice for $25 less than the amount 
of the claim and the carriers are asking that we reduce the 
amount to the invoice value. The original invoice value is the 
amount we would have received had the shipment reached des- 
tination in good condition, and we kindly ask your opinion as 
to which amount we should charge on our claim. 

We understand from various articles that you have printed 
in your Traffic World that had the price of the range declined 
between the date of shipment and the date of delivery that we 
would have had to stand the difference, and it is the writer’s 
opinion that, in this case, our claim is filed for the correct 
amount. 

What does the paragraph in the bill of lading contract re- 
ferring to value at time and place of shipment mean, the invoice 
value or prices prevailing at that time? 

Answer: At the present time the bill of lading does not 
contain a provision fixing the measure of damages in case of 
loss, injury or delay to goods at the value at time and place 
of shipment, this provision of the bill of lading having been 
eliminated shortly after the decision of the Supreme Court of 
the United States in the McCaull-Dinsmore case, the court, in 
its decision in that case having found the provision to be a 
limitation of the liability of the carrier and therefore unlawful 
and void as being in contravention of the Cummins amend- 
ment. 

While the common-law rule is that the measure of damages 
in case of loss or injury to goods is the market value of the 
goods at destination at the time of arrival, or at the time they 
should have arrived in the usual course of transportation, and 
this was the amount to which the court in the McCaull-Dinsmore 
case found the claimant therein entitled, that case did not in- 
volve a breach of contract covering a shipment of goods to a 
purchaser for a fixed price. As we stated in our answer to 
“Minnesota” in the July 2 issue of The Traffic World, there 
have not been, so far as we can determine, any great number 
of cases decided which pass specifically upon the liability of 
a carrier in the event goods are shipped to a purchaser in 
compliance with an order for goods at a fixed price. However, 
in such cases as we have been able to locate which do pass 
specifically upon this question, it has been held that where 
goods are shipped in pursuance of a sale thereof at a stipulated 
price which is less than the market price at destination, dam- 
ages for loss or injury must be estimated on the basis of the 
price to be received under the contract of sale. International, 
etc., R. Co. vs. Parke, 169 S. W. 297; Mo., etc., R. Co. vs. Wither- 
spoon, 45 S. W. 424; Louisville, etc., R. Co. vs. Hartwell, 36 
S. W. 183, 38 S. W. 1041; Mangin vs. Dinsmore, 62 N. Y. 35, 
20 Am. Rep. 442. 


Ordering of Cars for Perishables 


Ohio.—Question: Some time ago there was shipped us from 
California carload shipment of grapes, which arrived in ven- 
tilator car and in very bad order. 

Upon entering claim with the carrier, we were advised that 
claim could not be honored, owing to the fact that shipper used 
a ventilator instead of a refrigerator car, this lack of protection 
causing the damage. At the same time, the railroad company 
admitted that shipper ordered a refrigerator car, but on account 
of the railroad company being unable to furnish this equipment 
finally were forced to use a car unsuitable for transportation 
of a perishable commodity for such a long distance. 

We would like to have your opinion if the carrier is cor- 
rect in declining the claim or if said carrier can be held liable 
in the first place for inability to furnish proper equipment and 
in the second place for accepting the shipment in ventilator 
car, no limitation being made as to carrier’s liability. 

Answer: Rule 35 of Perishable Protective Tariff No. 1, 
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GALVESTON 


The Stone Forwarding Corporation 


220—21st Street 


Ocean Freight Brokers and Forwarding Agents 


Licensed Customs Brokers 


XQ 


Shipping agents attending to all details pertinent to the movement of export 
and import shipments. 


Ocean freight engaged and freight rates quoted on any and all steamers 
sailing from this port. 


A fully equipped department is maintained for the handling of custom 
house entries and clearances. 


An organization trained and experienced in the handling of shipments thru 
this port insuring a dependable and unsurpassed service. 


Write for a copy of our latest sailing schedule covering 
all sailings from Galveston, Texas City and Houston. 
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Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
oo South and Southwest. Concentrate Your Mexico Shipments at Galveston 


Complete 


imber Storage Organization 










Modern 
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Be Clean and Well 
Ventilated 
Warehouses 
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liable Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D.T. Watchman Service. LOW INSURANCE RATES. 
t d The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 

+i sa > freight. It is 25 feet above normal tide, insuring you absolute safety from hazards of all kinds. 

tilato . 


COTTON CONCENTRATION COMPANY, Inc. “ %,i¥i2%; Manseer, GALVESTON 


Members of the American Warehouseman’s Association 


No. 1, 
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J. E. Fairbanks’ I. C. C. 6, provides that orders for cars desired 
for loading must be filed, with reasonable advance notice, by 
shippers with the originating carirer’s agent and must be given 
in writing (or, if given orally, or by telephone, must be con- 
firmed in writing) and must specify the type of car (refrig- 
erator, ventilator, box, etc.) and character of carrier’s service 
desired. There is a note in rule 80 of the same tariff which 
reads: “If the shipper, under the provisions of rule 35, orders a 
car of a particular type and specifies the protective service 
desired in accordance with the provisions of rule 80, and the 
carrier is unable within a reasonable time to furnish the type 
of car ordered, the shipper may accept a car of another type 
without waiver of his right to the kind of protective service he 
has specified.” 

To secure the benefits of rule 80, two things must be done, 
first, to give carrier reasonable advance notice specifying the 
type of car desired; second, to wait a reasonable time in case 
the carrier is unable to furnish the necessary equipment at the 
time specified in the order. So, if the shipper has failed to 
comply with these tariff requirements, he is precluded from re- 
covering for the damage done unless it can be shown that such 
damage was caused by the carrier’s negligence. 


Abandonment of Goods Account of Damage 


California.—Question: Our firm makes shipment for a .cus- 
tomer of two cases of crockery, which cases were shipped in 
bond to a firm in New York, who in turn were to export them 
to South America. The cases were pilfered and goods damaged 
and, as a result, the New York firm refused to accept shipment. 

When this shipment arrived in New York it went into the 
bonded warehouse and was inspected. In the meantime condi- 
tions took a slump in South America and the market for this 
commodity was removed. 

It is important to know that there never is a market for 
this commodity in this country and it is used for export only. 
On behalf of the customer claim was filed with the railroad on 
the basis that the shipment was no good to us in New York, be- 
cause there was no market and, further, that the goods had been 
damaged and the shipment held, the export market had been 
removed. 

The railroad maintains that they are only liable for the 
actual loss which resulted from damage and pilfering. We have 
put a claim before the railroad on one of these two bases, either 
that the carrier pay for the entire shipment and take possession 
of it, or that we pay the duty and dispose of the goods to the 
best advantage and the carrier make up the difference. Kindly 
state what grounds we have for claim and under what authority. 
Citation of a similar case would be appreciated. 

Answer: The weight of authority is to the effect that where 
goods are injured during transportation, or part of them are lost, 
the consignee cannot abandon the consignment and sue for the 
full value, but must accept the goods as tendered, or the portion 
tendered, and sue for damage. This rule is, however, subject to 
the limitation that where the goods are so materially damaged 
as to destroy their value, the consignee may refuse to accept 
and sue for the full value, since in that event nothing that the 
consignee might do would lessen the loss and so diminish the 
carrier’s liability. In the instant case the liability of the carrier 
depends upon whether or not the shipment had any value at 
the time of its arrival in New York. 

Di . 


Liability of Carrier for Concealed Loss. 


Indiana.—Question: Recently we have several shipments of 
childs’ overalls checking short from one to two dozen upon ar- 
rival at destination and we filed claim for this loss, which the 
carriers refuse to pay, inasmuch as they hold clear receipt. 

The goods being delivered with a clear receipt, shortage not 
noted until same being unpacked by consignee and the consignee 
being ignorant of the regulations relative to notifying carrier 
within a reasonable time, but notified us of the shortage and 
we in turn filed claim, which the carriers refuse to honor. As 
all goods are checked several times while being packed and are 
delivered to carriers in first-class condition, and as the con- 
signee being ignorant of the shipping regulations, should in no 
way release the railways from liability, if we can prove that a 
shortage existed. 

The carriers refuse to pay, inasmuch as they were not called 
upon to make inspection. Kindly advise what procedure is 
necessary to get action on these claims. 

Answer: The principles, as shown in our answer to “Ar- 
kansas,” July 9 issue of The Traffic World, are applicable in this 
case. If there was an actual shortage, for which the carrier is 
liable, it makes no difference whether he was notified of such 
shortage within a reasonable time, so long as notice of the loss 
was given within the six months’ period, as provided by section 
» 


2 of the Uniform Bill of Lading. 


Milling-in-Transit Refunds 
Ohio.—Question: A shipment of grain to a transit point was 
prepaid by shipper. The consignee at transit point reconsigned 
car to another point and billed same collect. Who is entitled 
to the refund of the prepay to transit point? 
Answer: The carrier is required to refund any overcharge 
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to the proper party in interest, who is usually the owner of the 
goods, when claim is supported by the proper documents. There- 
fore, in the instant case the owner of the goods is entitled to 
the actual overcharge based on the through rate from origin to 
destination and the question of disposition of the prepay to re- 
consigning point is a matter for adjustment between the con- 
signor and the consignee. 


Reconsignment Vs. Reshipment 


Ohio.—Question: Your answer to “Ohio,” “Reconsignment 
Vs. Reshipment,” within the switching limits of Portsmouth, O., 
on page 503 of The Traffic World of March 5, is almost identical 
with a car we handled at Portsmouth, except that you have not 
brought out one point that concerns us. 

Our car was accepted by the consignee and all freight 
charges paid. They started to unload the steel and after taking 
out about one-fourth or more or the load they found that the 
balance was not suitable for their use. The rejected portion was 
left in the car and consigned to ourselves at Portsmouth on a 
new bill of lading, the same as if they had loaded it and shipped 
it to us at Portsmouth. We have no plant or designated track 
at Portsmouth, so the N. & W. did the only thing they could 
do and put the car on their public team track. We reconsigned 
it from this track the next day to Ashland, Ky. 

The N. & W. assessed (1) a reconsignment charge from our 
consignee’s tracks, (2) the local rate from their tracks to the 
team track, (3) another reconsigning charge when we recon- 
signed it from the team track, and (4) the regular rate from 
Portsmouth to Ashland. 

Our controversy with the N. & W. is relative to the first 
reconsignment charge. They claim that, inasmuch as the car 
was not entirely unloaded, it is subject to this reconsigning 
charge. We hold that, inasmuch as the consignee accepted the 
car, paid all inbound charges, unloaded part of the contents and 
shipped the balance on a new bill of lading without the railroad’s 
agent having any part whatever in the transaction, that this first 
reconsignment charge is in error. Will you say what you think 
about it? 

Answer: In our answer to “Maryland,” shown on pages 823 
and 824 of The Traffic World of April 16, 1921, the subject of 
reconsignment vs. reshipment is discussed at length and the 
question raised by you is fully covered. 

In order to make a reshipment the shipper must first take 
actual or constructive possession of the inbound shipment at the 
first destination. After possession has been taken the shipper 
must forward the goods as a new shipment and under a new 
contract entirely separate from the contract covering the inbound 
shipment. ° 

The above conditions were complied with in the handling 
of the car referred to in your question and no reconsignment 
charge should be assessed. It is also noted that this shipment 
was partially unloaded and it therefore could not be reconsigned, 
as one of the conditions of the General Reconsigning Rules is 
that shipments have not broken bulk. 


Demurrage on Cars Reconsigned to Embargoed Points 


INlinois.—Question: Upon arrival of car of grain at destina- 
tion, an inspection and grading point, all markets beyond were 
closed by switchmen’s strike. Reconsigning orders were ten- 
dered, but refused, under provision of reconsignment rules that 
no order would be accepted which named a point of delivery 
against which an embargo was in effect. Demurrage was as- 
sessed. 

Consignee contends that the embargoing line should not have 
laid an embargo account railroad disability and that Conference 
Ruling No. 8 of the Interstate Commerce Commission, in its 
mention of strikes, has reference to strikes at industrial plants 
and not strikes of railroad employes. They further contend 
that no embargo was really in existence, as from time to time 
cars were accepted from holding lines and delivery of shipments 
made. The railroad contends that embargo placed by its con- 
nection was accepted in good faith and that car was held by it 
as specified on demurrage bill, and that both reconsignment and 
demurrage tariffs were applicable to the case and that therefore 
the charges properly accrued and cannot be waived. The em- 
bargoing line makes the statement that conditions at the time 
were of such a nature as to warrant the action taken by them. 

The embargoing railroad did accept business in the face of 
its embargo so far as it was physically able so to do; but the 
Commission has held that disregard of its own embargo by a 
railroad company does not relieve the shipper from the duty of 
paying demurrage. Is demurrage assessible in this case in view 
of facts that no embargo existed at time shipment was accepted 
at point of origin, that embargo was placed on account railroad 
disability, and that holding line stood willing to deliver car 
through first opening and actually-held car dates charged against 
consignee? 

Answer: The right of a carrier to declare an embargo when 
the circumstances warrant such action is established in Pa. R. R. 
vs. Puritan Coal Co., 237 U. S. 121, 133. In Investigation and 
Suspension Docket No. 1115, Coal from Arkansas and Other 
States, 49 I. C. C. 727, the Interstate Commerce Commission made 
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~~ EXPORTS of DOMESTIC MERCHANDISE to MEXICO 
pon July 1, 1920, to April 30, 1921 


} first Laredo ..... . . «© $45,916,798 . . . 76.3% 
gning Eagle Pass . =... . .- « 10,006,006... .8% 
s and Brownsville ..... . 3,446,953 . . . 05.7% 


; first Total . ... . . . $60,189,917 


13 823 The Shortest and Quickest Route from St. Louis, Chicago and Points North, East and West to Mexico is via 
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Regular monthly service, Mobile, Pensacola 
or Gulfport to Antwerp, Ghent, Rotterdam, 
Amsterdam and French Atlantic ports. 


Mobile/West African ports, via Azores, 
Madeira Islands and Canary Islands. 


Regular service, Mobile to all United States 
Pacific Coast ports. 


St. Louis Office: Birmingham Office: 
1217 Pierce Building 424-425 Chamber of Commerce Bldg. 
IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 
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the following statement in regard to embargoes: ‘Where phys- 
ical disabilities prevent the carriers from handling certain kinds 
of traffic for particular destinations or where the consignees are 
unable promptly to accept delivery, an embargo is properly in- 
voked.” 


In the Reconsignment Case, 47 I. C. C. 590, on page 634, the 
Commission said: 


If the carrier specifically provides in its tariff that it will not 
reconsign to an embargoed point it does not hold itself out to perform 
such service while an embargo is in effect, and the shipper must 
either resort to a service that the carrier does hold itself tut to 
perform, such as reconsignment to a point not embargoed, or must 
hold the car at the expense of demurrage, a possibility which he 
assumed under the published tariffs when the car left point of origin. 


In view of the above findings the railroad should assess de- 
murrage on the shipments referred to in your question unless 
the carriers discriminated against the consignee by permitting 
other consignees to reconsign shipments to embargoed points, 
while refusing to permit this particular consignee to reconsign 
his shipments to embargoed points. 


ARK. & LA. MO. RY. CO. STOCK 


The Commission has authorized the Arkansas & Louisiana 
Missouri Railway Company to issue at par for cash $1,000,000 
of capital stock, the proceeds thereof to be used in acquiring 
and rebuilding a line of railroad extending from Monroe, La., 
to Crossett, Ark. Acquisition of the road by the carrier was 
authorized recently by the Commission. The company will issue 


10,000 shares of common capital stock of the par value of $100 
a share. 


M. & ST. L. NOTES 


The Minneapolis & St. Louis has been authorized by the 
Commission to issue rent notes for not exceeding $1,593,033.75 
under the terms of a contract with the National Railway Serv- 
ice Corporation for the procurement of equipment. The carrier 
also will guarantee payment of a loan of $386,190 made by the 
government to the service corporation and pledge. securities 
therefor with the Secretary of the Treasury. 


HEARINGS POSTPONED 


Owing to the inability of the defendants to proceed, hear- 
ings in No. 12597, O-So-Easy Products Co. et al. vs. Director- 
General et al., and No. 12624, Same vs. Abilene & Southern, 
Director-General, et al., which were to have taken place before 


Examiner Hosmer in Chicago, July 13, were indefinitely post- 
poned. 





ARCADE & ATTICA BONDS 

The Arcade & Attica Railroad Corporation has been author- 
ized by the Commission to issue at par as of June 1, 1921, a 
three-year 6 per cent promissory note to Paul H. Quinn for 
$15,000, and to issue $15,000 of first mortgage 5 per cent gold 
bonds for pledging as collateral security for the note. The pro- 
ceeds of the note will be used to retire outstanding notes issued 
to obtain money for paying indebtedness incurred for inter- 
change of freight with other carriers. 





TENN. & N. C. STOCK 


The Tennessee & North Carolina Railway Company has been 
authorized by the Commission to issue $250,000 of common cap- 
ital stock in payment for the railroad property formerly owned 
and operated by the Tennessee & North Carolina Railroad Com- 
pany. The road in question extends from Newport, Tenn., to 
Waterville, N. C., a distance of 19.5 miles. The railway com- 
pany was organized to take over the property of the railroad 
company whose property was sold under a court decree of sale. 
All of the property has been transferred to the railway company. 


LANCASTER & CHESTER BOND EXTENSION 


The Lancaster & Chester Railway Company has petitioned 
the Commission for authority to enter into an agreement with 
the holders of $135,000 of its first mortgage 30-year 5 per cent 
gold bonds, maturing July 1, 1921, extending said bonds for a 
term of one year and increasing the rate of interest for such 
term to 7 per cent. The company stated in its petition that it 
has no funds at this time with which to pay the bonds and that 
the extension thereof for one year will enable it to make arrange- 
ments for refunding the obligations. 


M. K. & T. OF TEX. CERTIFICATE EXTENSION 


Authority has been granted by the Commission to C. E. 
Schaff, receiver of the Missouri, Kansas & Texas of Texas, to 
extend the maturity of $3,000,000 of receiver’s certificates from 
February 15, 1921, to February 15, 1922. The certificates were 
issued in 1917 for the purpose of obtaining funds to meet neces- 
Sary expenses of operation, bearing 5 per cent interest. The 
date of maturity was extended from August 15, 1918, to Feb- 
ruary 15, 1921, and the interest rate increased to 6 per cent. 
The rate of interest under the extension order will be 6 per 
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cent. 
the maturity date because of lack of funds. 
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The receiver was not able to pay off the certificates q 








CHARLES CITY WESTERN BONDS 
The Commission has authorized the Charles City Westen 


Railway Company of Iowa to issue $373,600 of ten-year 6 pe 
cent first mortgage gold notes to be dated July 1, 1921, ang j 
pledge $200,000 thereof as collateral security for a loan of $14), 


000 from the government. 


The remaining $184,000 of notes yi} 


be sold at par, the proceeds to be used in retiring existing 


indebtedness and to reimburse its treasury for moneys expende 
from income. 


& 
No 





No. 12878. 


No. 12879. 





Digest of New Complaints 


. 12877. The Kissel Motor Car Co., Hartford, Wis., vs. Grand Trunk 
Western et al. 

Unjust, unreasonable and unjustly discriminatory charges op 
crank shafts from Detroit, Mich., to Hartford, Wis., because of 
practice of assessing higher charges on L. C. L. shipments when 
carload basis makes less. Asks reparation. 

Milwaukee Western Fuel Co., Milwaukee, Wis., vs. Payne, 
as agent. 

Unjust and unreasonable rates on coal from points in Kentucky 
to the Hocking Valley and B. & O. docks, Toledo, O., for trans- 
shipment to boats for transportation beyond. Asks reparation. 

The State Highway Department of Texas vs. C. & N. W, 
Director General et al. 

Unjust and unreasonable rates on motor chassis equipment from 

Chicago to Austin, Tex. Asks reparation. 


No. 12880. Dean Mill Co., Ava, Ill., vs. Mo. Pac. et al. 


No. 12881. 


Complains that Mo. Pac. does not accord milling-in-transit 
privileges at Monroe, La., on grain and grain products originating 
at points on Mobile & Ohio. Asks cease and desist order and 
establishment of milling-in-transit privileges. 

: Jesse E. Isgregg et al., Clinton, Ind., vs. C. & E. I., Payne, 
et al. 

Unjust and unreasonable rates on coal from mines in the Clin- 
ton district to Clinton, Ind. Asks reparation. 


No. 12882. Moore & Moore, Inc., Mason City, Ia., vs. Payne, as agent. 

Unjust and unreasonable rates on coal from Cincinnati, Ia., to 
St. Benedict, Ia. Asks reparation. 

No. 12883. Marion Extract Co., Inc., et al., Teas, Va., vs. Marion & 
Rye Valley and Payne, as agent. 

Unjust, unreasonable, unduly discriminatory and prejudicial rates 
on tanning extract from Teas and Damascus, Va., to Norfolk, Va, 
for export. Asks reparation. 

No. Peg —— Brier Hill Steel Co. et al., Youngstown, O., vs. B. & 

. et al. 


Unjust and unreasonable rates on limestdéne from mines _ near 
Hillsville, Pa., to Youngstown, O. Asks just and reasonable rates. 


No. 12885. United States Nickel Co., New Brunswick, N. J., vs. Rari- 


tan River and Payne, as agent. 

Unjust, unreasonable and unjustly discriminatory rates on nickel 
matte imported at San Francisco and Oakland, Cal., and shipped 
to New Brunswick, N. J. Asks reparation. 


12886. Fleming Bros. et al., Frost, La., vs. Garyville Northem 
et al. 
Unjust, excessive and unduly discriminatory rates on yellow 


pine lumber, timber and other sawmill products from Frost and 
Verdun, La., to various interstate destinations. Asks cease and 
desist order, just and reasonable rates and reparation. 


No. 12887. National Veneer & Panel Manufacturers’ Association et al. 


No. 12889. 


No. 


No. 





Indianapolis, Ind., vs. Aberdeen & Rockfish et al. 

Alleges that complainants have been and are subjected to pay- 
ment of rates for the transportation of veneer and built-up wood 
which were, are and for the future will be in violation of Sections 
1 and 3 of the interstate commerce act. Asks cease and desist 
order and establishment of rates on veneer and built-up wood of 
all thicknesses when manufactured from figured wood or woods 
of value which will not exceed rates on lumber by more than lh 
per cent; on veneer of all thicknesses manufactured from all other 
woods, rates no higher than on lumber; and on built-up wood 
manufactured from such veneer rates no higher than 10 per cent 
over the lumber rates. 

. 12888. The H. D. Lee Mercantile Co., Kansas City, Mo., vs. Bos- 
ton & Maine et al. 

Unjust, unreasonable, unjustly discriminatory rates on cotton 
piece goods from New England points and New York to Kansas 
City, Mo. Asks reparation. 

Anaconda Copper Mining Co. vs. A. T. & S. F., Payne et al. 
Unjust, unreasonable, unjustly discriminatory, unjustly prefer- 
ential and prejudicial rates on grinding pebbles from Oceanside, 
Cal., to Black Eagle, Mont. Asks reparation. 

12890. Standard Oil Co. (California) vs. Amador Central, Payne 
et al. 

Unjust and unreasonable rates on petroleum products from 

points in New York, Oklahoma, Texas and California to points m 
Washington, Oregon, Nevada, Arizona and California. Asks repa- 
ration. A 
12894. Schuhle’s Pure Grape Juice Co., Inc., et al., Highland, N. 
Y., vs. N. ¥.N. BH. & H.R. R., Payne et al : 

Unjust and unreasonable rates on grape juice from Highland, 

N. Y., to Little Rock, Ark. Asks for reparation. 
. 12895. Morton Salt Co., Chicago, vs. C. & O. et al. , 

Unjust, unreasonable, unjustly discriminatory and preferential 
or prejudicial rates on coal from West Virginia mines to lake 
ports for transshipment by vessel beyond. Asks for readjustment 
of rates to all lake ports in order that Ludington and Port Huron 
shall be protected in the application of the net rates to the ports, 
and reparation. 

. 12896. East Bay Water Co., Oakland, Calif., vs. Payne, as agent. 

Unjust and unreasonable rates on petroleum fuel oil from Rich- 
mond, Calif., to Alvarado, Calif. Asks reparation. 

. 12897. Eastern Texas Electric Co., Beaumont, Tex., vs. Texas & 
New Orleans and Payne, as agent. f 

Unjust and unreasonable rates on fuel oil from West Port AT 
thur, Tex., to Beaumont, Tex., because rate of 914c applied ex 
ceeded 6%c. Asks reparation of $15,707.70. 

12898. Illinois Coal Traffic Bureau, Chicago, IIl., 
Southern et al. 

Unjust, unreasonable, 


vs. Alton & 


unjustly discriminatory and_ prejudicial 
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DIRECT FREIGHT AND PASSENGER SERVICE TO 


HAWAIIAN ISLANDS 


FROM 


PORT OF ASTORIA 


ASTORIA, OREGON 
BY 


Alaska Steamship Company—sS. S. “CORDOVA” 


Sailing July 25, and Every Thirty Days Thereafter 
CALLING AT 


HONOLULU, KAHULUI, KAANAPALI, PORT ALLEN and HILO 


Transcontinental Rail Connections and Freight Rates 











































































For Routing Instructions or Passenger Reservations apply to the following, or any agent of the lines mentioned: 

















R. K. PRETTY, E. H. MOOT, G.A., J. H. BRINKERHOFF, 
Asst. Gen. Freight Agent Passenger Department General Agent 
Great Northern Railway Great Northern Railway Northern Pacific Railway 














226 West Adams Street, Chicago, III. 
R. D. PINNEO, General Traffic Manager, PORT OF ASTORIA, ASTORIA, OREGON 


















Ship Through the 
Port of Los Angeles 


Total Port Costs 18 to 30% Less Than Other Pacific Ports 


Comparative costs (a typical example) for a ship of 2800 tons net 
register; draft, 23 feet; 6500 tons of cargo from the Orient; 
100,000 gallons taken aboard; ten days’ time at wharf: 





















Los Angeles San Francisco Seattle 
ees $ 51.00 $ 102.00 $ 65.00 
BE in rca is te ins mink 185.00 
Wharfage or State Tolls. . 487.50 975.00 1,625.00 
Discharging ............ 3,900.00 4,550.00 4,550.00 
I itis os sled neeacen 2,600.00 2,600.00 4,225.00 
pe eee eee 2,925.00 3,900.00 4,225.00 
Es oN bel'ee dee whe ae 17.00 ‘ 40.00 8.00 
a A elem le gaa 150.00 


CE sek ince eens denna $10,165.50 $12,317.00 $14,698.00 
Cost per ton...... 1.56 1.89 2.26 


Write or Wire for Further Information 


Board of Harbor Commissioners 
Suite 33, City Hall, Los Angeles, U. S. A. 



























































rates on coal from bituminous coal mines on lines of defendants 
in the Fulton-Peoria, Northern Illinois, Danville, Centralia, Du 
Quoin and Southern Illinois groups in Illinois to Council Bluffs, 
Ia., Omaha, Neb., and South Omaha, Neb. Asks cease and desist 


order, just, reasonable and non-discriminatory rates. ? 


- 12899. Pacific Coast Shippers’ Association, Inc., et al. vs. Arizona 


Eastern, Payne, et al. 


Unjust, unreasonable and unjustly discriminatory rates on for- 
est products between points on federal controlled lines and be- 
tween points in Canada and points on federal controlled lines 
between June 25, 1918, and July 20, 1919, because carriers assessed 
charges in excess of 5c per 100 lbs., the maximum advance author- 


ized under G. O. No. 28, over rates in effect June 24, 1918. Asks 
reparation. 


LIBERTY-WHITE ABANDONMENT 


Permission to abandon its 24.2 miles of railroad between 
Liberty and South McComb, Miss., is asked by the Liberty-White 
Railroad Company in an application filed with the Commission. 
The company says it is insolvent and has not been able to meet 
operating expenses since November, 1920. It has but one 
freight car which has been out of service for many months; 
two dilapidated passenger coaches and one baggage car, the 
company says, which also are in such condition that they can- 
not be operated with safety. 


ASKS DISMISSAL OF COMPLAINT 


J. D. Gray, attorney for the Poehlman Brothers Company, 
asked that the complaint of that firm et al. against the Director- 
General, No. 12667, be dismissed at the hearing before Examiner 
Hosmer in Chicago, July 11. He said that, since the movement 
involved was wholly intrastate, the matter would be taken up 
with the Illinois commission. The complaint attacked a rate of 
80 cents on manure from Chicago and Kirkland, Ill., to Edge- 
brook and Morton Grove, Ill., as unjust and unreasonable. 


K. 0. & G. BONDS 


Authority to issue $203,478.09 of 6 per cent cyimulative in- 
come bonds has been granted by the Commission to the Kansas, 
Oklahoma & Gulf Railway Company for the purpose of satisfying 
claims against the Missouri, Oklahoma & Gulf Railway Company 
and the Missouri, Oklahoma & Gulf Railroad Company, which 
existed prior to the receivership of those two companies. The 


Kansas, Oklahoma & Gulf acquired the properties of the two 
companies. 


ORE.-WASH. R. R. & NAV. CO. BONDS 


The Oregon-Washington Railroad & Navigation Company 
has been authorized by the Commission to pay federal, income 
taxes on $14,755,500 of its first and refunding mortgage 4 per 
cent bonds held and owned by the Union Pacific, of which the 
former road is a subsidiary. The proprietary company will reim- 
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said. The Union Pacific also was authorized to guarantee th. 
payment of the principal and interest on the bonds. The ay. 
thority was required because of a change made in the provisions 
of the mortgage under which the bonds were issued. 








TRAIN SERVICE COSTS 

Statistics on freight and passenger train service unit costs, 
computed from selected accounts of Class 1 roads, issued by the 
bureau of statistics of the Commission show that in the foy 
months ended with April the cost per freight train mile was 
$2.031 as against $1.863 in the corresponding period of 1929, 
The cost per passenger-train mile was $1.105 as against $1.00 
in 1920. The average cost of coal per net ton increased fron 
$3.61 in 1920 to $4.55 in the 1921 period. In April the cost pe 
freight train-mile was $1.876 as against $1.874 in April, 1999, 
The cost per passenger train-mile was $1.043 as against $0.99] 
in April, 1920. The average cost of coal per net ton was $4.39 
as against $3.72 in April, 1920. 


AUTHORITY TO OPERATE LINE 


The Commission has dismissed an application of the Pan 
Handle & Santa Fe Railway Company for authority to operate a 
line of railroad belonging to the North Texas & Santa Fe Rail 
way Company, extending from Shattuck, Okla., to Spearman, Tex, 
a distance of 84.74 miles, on a finding that the line was in opera. 


tion prior to the effective date of paragraph 18 of section 1 of the 
interstate commerce act. 


RAILWAY MAIL PAY 

The Commission has denied a motion in behalf of the short 
line railroads in No. 9200, Railway Mail Pay, asking that the 
Commission make section 3 of the order entered under date of 
December 23, 1919, definite and certain as to weight, routes and 
minimum pay. The order involved provided for certain increases 
of pay- for the transportation of the mails on the space basis. 
The majority of short lines, however, carry the mails on a weight 
basis and sought by the motion to obtain the benefit of the in 
creases applying on the space basis. 


PULLMAN COMPANY CLAIM 

L. S. Taylor, vice-president of the Pullman Company, and 
John J. Mitchell, president of the Illinois Trust & Savings Bank, 
were among President Harding’s callers July 8. The Pullman 
Company has a claim of approximately $24,000,000 against the 
Railroad Administration growing out of federal control and it 
is understood that matters relating to that claim and the gen- 
eral railroad situation were discussed with the President. The 
Railroad Administration has advanced $7,000,000 on account to 


burse the subsidiary for the payments made, the Commissionthe Pullman Company. 


Docket of the Commission 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. es 


July 18—Argument at Washington, D. C.: 
11627—Barnett Lumber Co. vs. Director General et al. 
11877—Burns & Hancock Fire Brick and Clay Co. vs. Director Gen- 
eral and C. & E. I. R. R. 
July 18—Chicago, Ill.—Examiner Hosmer: 
13575—Selz-Schwab & Co. vs. C. & N. W. and Director General. 
July 18—New Orleans, La.—Examiner W. H. Wagner: 
12870—Southern Pine Assn, et al. vs. Director General et al. 
July 18—Kansas City, Mo.—Examiner McQuillan: . 
12621—The Kaw River Sand and Material Co. vs. Director General 
et al. 
July 18—Dubuque, Ia.—Examiner Smith: 
12625—Corn Belt Packing Co. et al. vs. Ann Arbor et al. Such 
fourth section departures as may exist in the adjustment of rates 
will be considered by the Commission in the disposal of this com- 
plaint. 
July 18—Fort Worth, Texas—Examiner Hunter: 
11764—In the matter of intrastate rates within the state of Texas. 
8418—Railroad Commission of Louisiana vs. Arkansas Harbor Ter- 
minal Co. et al. ae 
3918—Railroad Commission of Louisiana vs. St. L. S. W. et al. 
8920—Railroad Commission of Louisiana vs. St. L. S. F. & T. et al. 
1. and S. 710—Eastern Texas class rates. 
1. and S. 729—Class rates to Shreveport, La. 
12664—A. A. Jackson & Co. et al. vs. A. C. L. et al. 
July 18—Allentown, Pa.—Examiner Satterfield: _ 
12638—V. G. Tice vs. Director General and Lehigh Valley. 
12638 (Sub. No. 1)—V. G. Tice vs. Lehigh Valley. 
July 18—Portland, Ore. Examiner Howell: 
12608—Western Pine Lumber Co. vs. Director General and S. P. & S. 
July 19—Cleveland, Ohio—Examiner Archer: ’ , 
* 1, and S. 1326 (first supplemental order)—Absorption of switching 
charges at Toledo, Ohio (2). 
July 19—Argument at Washington: foot : 
11732—United Paper Board Co., Inc., vs. Illinois Central, Director 
General et al. ; 
11732 (Sub. No. 1)—Same vs. Chicago & Alton, Director General et al. 











12035—The National Refining Co. vs. Director General, Louisville & 
Nashville et al. 


a ala Oil Co. vs. Director General, Chesapeake & Ohio Ry. 
et al. 
- 19—Kansas City, Mo.—Examiner McQuillan: 
12660—Missouri Valley Assn. of Sand and Gravel Producers vs. Ar 
kansas Valley Interurban Ry. et al. 
July 19—Scranton, Pa.—Examiner Satterfield: 
12587—Megargee Bros., Inc., vs. D. & H. Co. et al. 
12587 (Sub. No. 1)—Megargee Bros., Inc., vs. Director General. 
— 19—Chicago, Ill—Examiner Hosmer: 
12577—Continental Motors Corporation vs. C. B. & Q. et al. 
12577 (Sub. No. 1)—Reo Motor Co. vs. C. B. & Q. et al. 
12602—Manhattan Electrical Supply Co., Inc., vs. American Ry. Ex- 
press Co. et al. 
~~ 19—Ft. Worth, Tex.—Examiner Hunter: 
12669—Texas Grain Dealers’ Assn. et al. vs. Abilene & Southern 
et al. Such fourth section departures as may exist in the adjust- 


ment of rates will be considered by the Commission in the disposal 
of this complaint. 


July 20—Washington, D. C.—Examiner Kephart: 
sg ea Coal Products Corp. vs. Director General, P. 
. R. et al. 
12545—The Hebard Cypress Co. vs. Aberdeen & Rockfish R. R. 
Director General et al. Such fourth section departures as may 
exist will be considered in the disposal of this complaint. 
July 20—Chicago, Ill—Examiner Hosmer: 
12636—Hunt, Helm, Ferris & Co. vs. C. & N. W. et al. 
July 20—Buffalo, N. Y.—Examiner Archer: 
12600—The Welch Grape Juice Co., Inc., vs. A. C. L. et al. 
July 20—Portland, Ore.—Examiner Howell: 
12673—Dubois Mill Co. vs. S. P. & S. Ry. 
12693—Portland Traffic and Transportation Assn. et al. vs. S. P. & 
S. Ry. et al. 
July 20—Argument at Washington, D. C.: 
1. and S. 1303—Rates, to from and between points south of the Ohio 
River, including the Mississippi valley. 


July 21—New Orleans, La.—Examiner W. H. Wagner 


er: 
12842—Rates and charges of the Pullman Co. in the State of La 
July 21—Chicago, IlI1—_Examiner Hosmer: ; 
*1. and S. 1353—Cancellation of heater service for fresh fruits and 
vegetables. 
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PORT or TACOMA 


Pierce County, State of Washington 


MUNICIPAL RAIL & WATER TERMINAL 


is being constructed according to typical pier sections as 
shown in the above cut. Situated on the waters of Com- 
mencement Bay, Puget Sound, it affords to Ocean Carriers 
one of the finest and safest harbors in the world. Special 
attention is being given to the installation of cargo handling 
equipment, looking toward the quick turn-around of ships and 
the fast dispatch of the cargo. For detailed information 
write to— 


PORT OF TACOMA 


National Bank of Tacoma B’ld’g. 
Tacoma, Washington, U. S. A. 
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i 5S Manx City, Ia.—Examiner Smith: 
54—Interstate Oil Co. et al. vs. Director General et al. 
July 22—Burlington, Vt.—Examiner Satterfield: 
1. and S. 1331—Minimum requirement on L. C. L. milk and cream 
shipments. 
July 22—Chicago, Ill.—Examiner Hosmer: 
12537—Swift & Co. vs. Director General, C. B. & Q. et al. 
12544—Swift & Co. vs. Director General, Erie et al. 
_ 22—Tacoma, Wash.—Examiner Howell: 
643—F. S. Harmon & Co. vs. P. C. C. & St. L. et al. 
July 22—Dallas, Tex.—Examiner Hunter: 
=—— Petroleum Co. vs. Director General, N. O. & N. E 
et a 
12566—Magnolia Petroleum Co. vs. Director General et al. 
142566 (Sub. No. 1)—Magnolia Petroleum Co. vs. Director General 
et al. 
July 22—Seattle, Wash.—Commissioner Aitchison: 
1, and S. 1338—Class and commodity rates between north Pacific 
coast points. 
aa 23—Omaha, Neb.—Examiner Smith: 
535—The Fairmont Creamery Co. vs. eed Sones’ et al. 
12535 (Sub. No. 1)—Hastings Gas Co. et al. . & 8. F. et al. 
12532—The Fairmont Creamery Co. vs. C. B. “e Q: 
oe 23—Tacoma, Wash.—Examiner Howell: 
12735—Washington Mfg. Co. vs. O.-W. 
General. 
i 25—Boston, Mass.—Examiner Satterfield: 
. and S. 1345—Express rates on Bangor & Aroostook R. R. in Maine. 
A. 25—Omaha, Neb.—Examiner Smith: 
13556—J. F. Bloom & Co. vs. Director General et al. 
July 25—Atchison, Kans.—Examiner McQuillan: 
12695—Rudy- Patrick Seed Co. vs. I. & G. N. et al. 
12695 (Sub. No. 1)—Rudy-Patrick Seed Co. vs. Director General, 
12653—The Mangelsdorf Seed Co. vs. A. T. & S. F. et al. 
12653 (Sub. No. 1)—The Mangelsdorf Seed Co. vs. Director General. 
July 25—Argument at Washington, D. C. 
—— Mining and Manufacturing Co. vs. Director-Gen- 
eral. 
11729—The Rock Products Traffic League, Chicago, vs. C. B. & Q. 


R. & N. Co. and Director 


et al. 

be iat Rock Products Traffic League, Chicago, vs. C. B. & Q. 
et al. 

11810—The Rock Products Traffic League, Chicago, vs. C. R. I. & P. 


et al. 
11876—Ideal Fuel Co. vs. Director General. 
—_ 25—New Orleans, La.—Examiner Wagner: 
478—Allowances of mileage for Mississippi River crossings. 
12009—Natchez Chamber of Commerce vs. Nathez & Southern et al. 
July 25—Chicago, Ill.—Examiner Hosmer: 
12071—Adriatic Mining Co. et al. vs. C. & N. W. et al. 
July 25—Austin, Tex.—Examiner Hunter: 


12574—Spinnler & Co. vs. Director General. G. H. & S. A. Ry. et al. 
12649—The State Highway Department of Texas vs. P. C. C. & 


St. L. et al. 


— 25—Tacoma, Wash.—Examiner Howell: 
749—Murphy Mfg. Co. vs. 0.-W. R. & N. Co. et al. 
12758—Bilrowe-Alloys Co. vs. Director General et al. 
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July 25—Washington, D. C.—Examiner Paulson: 

* I. and S. 1358—Box shooks from Ga., N. and S. C. and Va. to eastern 
points. 

July 26—Boston, Mass.—Examiner Satterfield: 

12604—North Packing & Provision Co. et al. vs. Director General, 
Boston & Maine et al. 

12604 (Sub. No. 1)—North Packing & Provision Co. et al. vs. Di- 
rector General, Union Freight R. R. et al. 

12604 (Sub. No. 2)—North Packing & Provision Co. vs. Director 
General, Boston & Albany et al. 

July 26—Auburn, N. Y.—Examiner Archer: 

12610—Albert H. Traphagen et al. vs. Lehigh Valley. 

12634—Hewitt-Wilcox Coal Co. et al. vs. Director General et al. 

July 26—Omaha, Neb.—Examiner Smith: 

12573—-Sprague Tire & Rubber Co. vs. Director General, U. P. et al. 
12572—Standard Chemical Mfg. Co. vs. Director General et al. 

July 27—Boston, Mass.—Examiner Satterfield: 

12210—American Fruit & Vegetable Shippers’ Assn. et al. vs. Bangor 
& Aroostook et al. 
Juiy 27—Beaumont, Texas—Examiner Hunter: 
12555—Interstate Rice Milling Co. vs. Director General et al. 
12586—Interstate Rice Milling Co. vs. Director General et al. 
July 27—Omaha, Neb.—Examiner Smith: 
12605—The Refinite Co. vs. Director General and C. B. & Q. 
12595—Walrath & Sherwood Lumber Co. et al. vs. Director General, 
mM. ¥. CC. ee at. 
July 27—Seattle, Wash.—Examiner Howell: 
12623—Pacific Coast Shippers’ Assn., Inc., et al. vs. Director Gen- 
eral et al. 

July 27—Salt Lake City, Utah—Public Utilities Commission of Utah: 

Finance Docket 36—Application of the Utah Terminal Ry. Co. for a 
certificate of public convenience and necessity. 

July 27—Tacoma, Wash.—Commissioner Aitchison: 

12562—Carstens Packing Co. vs. Director General, Camas Prairie 
et al. 

July 27—Auburn, N. Y.—Examiner Archer: 

12656—Michael S. Goss et al. vs. Director General, L. V. et al. 

July 28—Kansas City, Mo.—Examiner McQuillan: 

l. and S. 1354—Minimum weight on egg box stuff and egg case 
fillers from Missouri River points to Kansas. 

July 28—Richmond, Va.—Examiner Keeler: 

12579—The Mathieson Alkali Works, Inc., et al. vs. C. C. & O. et al. 

July 28—Seattle, Wash.—Examner Howell: 

12744—A. C. Dutton Lumber Corp. et al. vs. Director General, Aber- 
deen & Rockfish R. R. et al. 

July 28—Beaumont, Tex.—Examiner Hunter: 

12548—Beaumont Chamber of Commerce vs. Director General et al. 

July 29—Seattle, Wash.—Examiner Howell: 

— Lumber Export Co., Inc., vs. Director General 
et al. 

July 29—Washington, D. C.—Examiner Clarke: 

* Finance Docket 1437—Application of Belfast & Moosehead Lake 
R. R. Co. and Maine Central R. R. Co. for approval and author- 
ization for the extension of lease. 

July 29—Portland, Ore.—Commissioner Aitchison: 

9177—Empress Coal Co. vs. 0.-W. R. & N. Co. et al. 
9468—Empress Coal Co. et al. vs. Sou. Pac. et al. 





DIRECTORY OF ATTORNEY 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 


Specialist & Counsellor 


971 SPITZER BLDG. 
Trackage Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 


414 The Arcade 
Interstate and Foreign Commerce 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Southern Building, Washington, D. C 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ Associa- | aj) Traffic 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 


cities. MOREHEAD, KY. 


MUNSEY BUILDING, WASHINGTON, D. C. 


ARTHUR HALE 


UNION TRUST BUILDING 
FIFTEENTH AND H STREETS 


WASHINGTON, D. C. 
TELEPHONE MAIN 7855 
Agent and attorney for carriers before the Interstate 
Commerce Commission, Railroad Administration, etc.; 
Rates and Divisions, Private Cars, Weighing; 
Per Diem Reclaim, Demurrage and Valuation; 
Claims under the Federal Control and Transportation Acts, 





CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


ARTHUR B. HAYES 


ATTORNEY AT LAW 
Colorado Bullding, Washington, D. C. 
Former Member of the Department of Justiee as 
Solicitor of taternal Revenue 
Interstate Commerce Litigation a 


Specialty 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, am 
Commerce Commission, and prior thereto engaged in 
practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


701-706 WOODWARD BLDG., WASHINGTON 





CLEVELAND, O. 





CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 


Wilbur LaRoe, Jr. 


Southern Bullding Washington, D.C. 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions and 
railroad and rate litigation and claims. 





Bureau of Commerce and Research 


TRAFFIC CONSULTANTS 
Statistical and Research Engineers 
Complete traffic manager service. Preparation and 
presentation of cases before the Interstate Commerce 
Commission and all Government Departments. 
Charts, Graphics and Exhibits prepared. 
Research work of any character. 


726 Fourteenth St., N. W Washington, D. C. 
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Branches in all Principal Cities in the Republic of Mexico 





HAL L. BRENNAN 


THE TRAFFIC WORLD 


Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 








S. E. LEONARD 
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Serving the 
Great Southwest 


KANSAS, OKLAHOMA 
& GULF RAILWAY 
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The new era of transportation 
demands personal service. We 
undertake torender this service. 
Let us assist you in solving your 
transportation problems. Our 
\! organization istrained and facil- 

ities provided for this purpose. 














No botheiscme large termuinais, 
coupled with through freight 
trains, assures continuous 
movement between Missouri 
River and Mississippi River 
gateways and Oklahoma,Texas 
and Texas Gulf Ports. Mark 
your bill of lading K. 0. & G., 
we do the rest. 
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These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. 


Mr. D. R. Peck, General Agent, , 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 


Phone Court 4601-2. 
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Wetzel Drop Front 
Tariff Files 


(PATENTED) 


Every Tariff in its place at the | BI 100. Section 
right time saves money. . 


Can you afford to do business ee : ey 
without them? 


SEVEN good reasons why you should install 
“Wetzel Drop Front Tariff Files” in your Traffic 
Department: ; 


Te—Tari ft file 
. on 
1—They save time—they save money. 16 — 3 inch 


P - ‘ ars a ae Drop Front 
2—They provide, by direct reference, quick and } 5 Drawers. 
convenient service. 


3—They require no indexing, each drawer being 
labeled, showing what tariffs are filed therein. 


4—They keep the tariffs clean, and tariffs cannot lati 
become torn, owing to the principle of the Shelf S ec- 
tariffs being filed flat. tion. 


5—They can be enlarged at any time, as the sec- 
tions are all of uniform size. 


6—They are substantial in construction, cannot 
get out of order and never need be replaced. 


e . ian is T4—T ariff file 
7—They make a very attractive piece of office : Section with 
furniture, and can be designed and finished to — . 


° : 2 = Drop Front 
match any color you desire. ~ Drawers. 


A Tariff File that gives 100% service for a lifetime is a necessary and paying investment. 


Write Today for Information 


P. A. WETZEL COMPANY 


Address all Correspondence 
General Office and Factory: 
Springfield, Illinois 


City Salesroom: 
1351 Marquette Building, Chicago 


Telephone: Central 2845 
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2000 Miles in Five Minutes 


QEND a case of your product on 
this trip. Give it the jars, bumps, and 
knocks it encounters from draymen, freight 
handlers, rough riding freight cars, the shock 
of quick stopping of heavy equipment, etc. 


In .five minutes a haul of 2,000 
miles is actually simulated by means of a 
large, hollow, revolving drum on the inside 
of which are scientifically constructed 
hazards to give the case the severest tests it 
would get in actual transit. 


This is a mew way to test your 
shipping case—a way to eliminate many 
transportation losses and damage claims. 


It is but one of the methods used 
in an investigation of the materials and con- 
struction of shipping cases which is now 
being conducted by the Container Club. 


The tests are made at the Mellon 
Institute of Industrial Research at the Uni- 
versity of Pittsburgh, where an Industrial 
Fellowship is maintained, with full labora- 
tory and testing apparatus. 


A Free Service 
Your shipping problems can be solved. We 


shall be glad to tell you what is to be done in send- 
ing sample cases of your goods to the testing labora- 


tory. 





Write and avail yourself of this free service. 


THE CONTAINER CLUB 


An Association of Corrugated and Solid Fibre 


BOX MaNUFACTURERS 


608 South Dearborn Street 


TRave MARY 


Chicago, Ill. 
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